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Beland Track Drill. 

The engraving represents a useful tool for drilling the 
holes in rails for fish-plates. It will be seen that it is 
attached by clamps, which are placed underneath the rails 
and hooked to the lower flanges. The pair of bars or guides 
on the right side carry a sliding feed-nut between them so 
that after the tool is attached at the joint of two rails, the 
drill can be moved so as to drill all of the four holes without 
disturbing the clamps. Among the advantages claimed for 
this tool is that the rails can be drilled without drawing the 
spikes, and that it need not be removed from the track to 
permit trains to pass ; at the same time it can be attached 
and detached in a few seconds, and the drill adjusted for 
each of the holes in an instant. 

These tools are manufactured by the Beland Track Drill 
Company, No. 718 North Second street, St. Louis, Mo. 


Gontributions. 





A Warning. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

Is it always necessary to wait for an accident before pre- 
ventive measures are taken? A case in point often presents it, 
self to persons who ride on the Metropolitan Railway. Often 
there is no brakeman on the rear platform, and in case of any 
sudden stoppage the brakeman pushes through the crowded 
car to signal the next train. With a head-room of less than 
one minute this delay may easily become fatal. In case of 
an accident, the exemplary damages that. may be expected 
from a jury will doubtless cause more care in the future, but 
they will not save the sufferings of the injured. N. 

Safety at Draw-Bridges. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

In your issue of Nov.7, 1879, you quote Mr. Charles Francis 
Adams as pronouncing against the utility or necessity of 
stopping trains at railroad grade crossings and at draw- 
bridges. Upon this subject you do not give your own views, 
but opinions very contrary to Mr. Adams’ are expressed in 
the ‘‘Catechism of the Locomotive,” by Mr. Forney. 

Upon this line there is a railroad crossing, and there are 
two draw-bridges. We adhere to the ‘‘full-stop” rule, in 
each instance. If this be useless, we should abandon it. At 
the draw-bridges, the arrangement of a danger signal (be- 
sides that given by hand), which must be displayed before 
the bridge-tender can possibly operate the draw, was 
adopted, But even then we were afraid to rely entirely 
upon the watchfulness of the engineer, and therefore estab- 
lished the rules which you will find inclosed. 

4 Will you be kind enough to consider this question and to 
give your conclusions in your valuable columns. 
E. T. D. Myzrs. 

(The following are the rules referred to in the letter above. 
Some comments on these and the subject generally will be 
found on the editwrial page.—Epiron RAILROAD GAZETTE.) 

Regulations with regard to Gate at Hanover Junction 

In order to prevent collisions hetween trains of the two 
railroads crossing each other at Hanover Junction, observe 
the following: 

Always come to a full stop before crossing the Chesa e 


& Ohio line. The gate will, as arule, stand cl and 
locked across both tracks. In the day time it will be opened 


by the depot hand at the junction, or if he be not in place in P 


the day, and in all instances at night, it will 
the fireman of the engineer wishing to a SEO. 
The order of pr ence in passing this point shall be as 
follows : The Richmond, Fredericks ur Potomac Rail- 
road trains are to take precedence of those of like class on 
the Chesapeake & Ohio Railroad ; but passenger trains on 
either road are to have precedence of freight or material 
trains on the other. 
Should the gate be run into when closed across the road. 
the fact will be reported by the station agent. : 


To Engineers. 


Approach draw-bridges cautiously (always make a full 
stop), ns, Berd ym bell, and do not attempt to cross until 
the “ All Right” signal is given. By day the “All Right” sig- 
nalis given by lowering and raising three times vertical 
a white flag, by night the same motion with a white light, 
Red shown on the signal bow upon the gallows frame, as well 
as all unusual signals of whatever nature, or the absence of 
lights or flags, mean DANGER ! In thick weather, when 
the signals are obscured, the ‘All Right” signal must be 
given and received by word of mouth, and the draw tender 
must pass over the draw upon the engine; nor shall the train 
cross without him. 

To Draw Tenders. 


The draws must be opened for vessels when uired, 
quent for 30 minutes before train time during day-light,and 
one hour before train time at night, and not until the ex- 
pured train has passed, unless it be more than one hour 
ne time. 
ore moving the lever to lift the draw, by day plant a 
RED flag securely in the track, and do not esas t until 
the bridge is all right again for trains. At night hoist the 
RED light, and lower the WHITE light into the box. When 
the draw is again in position for ti lower the red light 
into the box, and hoist the white light. See that the signal 
box shows red when draw is open, and white when shut. 
; The ‘‘All Right” signals to the trains will be given as fol- 
Ows: 
we DAY, pets the faire of eo track, and as soon as 
e train has stopped and the locomotive is rung, raise 
and lower by hand three times distinctly the WHITE flag. 
BY NIGHT, lower aud raise (after the bell rings), by 
pres at the pulley, the WHITE light three times, about 
ve feet. 


spel tite Matael ces rca > teen 

as ea w-te must 
; aie cage he pay gt Ba ch and must Gomaver ike 
raw upon the engine. 








Taxation of Railroads and Railroad 
Securities. , 


The committee appointed at the last (Columbus) conven- 
tion of rail commissioners to examine into and report 
the methods of taxation as respects railroads and 
securities, now in use in the various states of the Union, as 
well as in foreign countries, and, further, to report a plan 
for an equitable and uniform system for such taxation, pre- 
sent the following ; 
‘REPORT. 


. Shortly after the last convention of commissioners, your 
committee issued a circular and accompanying interroga- 
tories in relation to the matter referred to them for investi- 

tion, which were sent to all the state executive, and to a 
ei number of the leading railroad corporations of the 
country. Through the court sy of the State Department at 
Washington, the a of the national government 
at the principal capitals in Europe were also ca upon for 
information on the railway tax systems there in use. As a 
result, some sixty answers were, in all, received, covering 
the various states of the Union, Canada, land, France, 
Belgium, Holland, Germany, Russia, Switzerland and Aus- 
tro-Hungary. The information contained in these answers 
is much of it of great value, especially in the case of the 
documents relating to the systems of taxation in use in for- 
eiga countries. These the committee have printed in full as 
part of the present report, as the facts and statements con- 
tained in them are not elsewhere to be found in any easil 
accessible shape. A compendium of the systems in use in all 
the states of the Union has been prepared, and likewise forms 
a part of this report. 

n examining this compendium of state systems in pres- 
ent u e in this country, it will at once be guerved that tke; 
are much more varied than would naturally sup » or, 
perhaps, than would have been thought possible. Generally, 
it may be said, there is no one principle running through the 
various systems described; and further, that there is no 


Report. on 


method of taxation possible to be devised which is not at this 
time bom to railroad property in some part of this coun- 
try. far as those now well recognized principles which 
should be at the basis of all systems of taxation are con- 
cerned, they would as a rule seem to have been utter! 
ignored. n two adjoining states, for instance, with roac 
aes to one company operating in both, will be found on 
one side of the line a system, simple, direct, 
a moderate and fixed burden from which there is no escape, 
while on the other side of the line will be met a system which 
can be said to be based on nothing more reliable than arbitrary 
ess-work. In certain states, the railroads are apparently 
looked upon as a species of wind-fall from which everything 
which can be exacted in the way of taxation is so much pure 
gain. Inother states they escape with very slight and 
wholly disproportionate burdens. The franchise tax, the 
gross and net earnings tax, the personal penrem tax, the 
realty tax, are all met with indiscriminately; applied some 
times by local boards, sometimes by boards of state equaliza- 
tion, but almostinvariably in utter disregard of any princi- 


le. 

A more striking, and in some respects discouraging, ex- 
ample of general confusion, as regards an important mat- 
ter of fiscal legislation could hardly be imagined. 

The conclusion reached by the committee as the result of 
their investigations can be very briefly stated. The requis- 
ites of a correct system of railroad, as of other taxation, are 
that it should, in so far as it is possible, be simple, fixed, pro- 

vortionate, easily ascertainable and susceptible of ready 
evy. Very few of the systems now in use in this country 
were found to possess any of these requisites. So far from 
being fixed, they are most of them extremely arbitrary and 
fluctuating. Neither are they proportionate, as in some 
cases the measure of valuation is the market price of se- 
curities; in others, the arbitrary estimates of appraisers; in 
et others, gross receipts; and in others, local assessment. 
t the tax should be almost im ble of ascertainment 
under these circumstances does not need to be said, Asto 
being susceptible of ready levy, any tax assessed on and 
paid by a railroad corporation is that ; but it would appear 
that a large portion of the taxes now nominally levied must 
either be evaded, or else are in the nature of double taxa- 
tion, for the securities on which they are assessed are in the 
oe of the law personal property, assessible at the residence 
of the owner. 
if, therefore, these securities, whether bonds or stock, are 


ated, they are as personal property subject to a further tax 
in the place of the holder’s residence, if he happens to reside 
in another state: if such securities are not taxed to the cor- 
porations, then, whether they are taxed at all must depend 


conscientious holder of stock or bonds there may be no es- 
cape from double taxation of the most oppressive kind, 
while for the unscrupulous the door for evasion is wide open. 

The conclusion at which your committee arrived was that 
all the requisities of a sound system were found in taxes on 
real property and on gross and in no others—in fact 
that when t were properly imposed, no other taxes were 
or could be oe ccaagy OI as nothing would escape untaxed. 
Under this system, real estate of the railroad corpora- 
tions, held for corporate use outside of their right of way, 
would be locally assessed exactly in the same way as the 





real estate of private persons or of other corporations ad- 


uitable,imposing | 


taxed to the corporations in the state were its road is situ- | 


upon the honesty of the holder wherever he lives, or the as- 
tuteness of the local tax-gatherer. The utmost inducement to | 
fraud and evasions is thus spetemnaneeaty ban out, For the | 


Do not consider the draw all right until, b a ex- | it ‘aed, There would be 
amination of the track at each end, are BURE of it. ie fit. It is the ordinary 4 
lab leah tee amas arech | ond that a ceriain ane, 


y 
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eral states through which a le railroad 
| country undoubtedly attended with much diftieul _a 
committee have pew careful consideration to the 
The conclusion at which they have arrived is that. .i€.: 
be made a matter of mutual unde’ among the | 
and that, as the levies must be independent, they 
apportioned according to wena. That 
owned by each compares ou of its t 
should be locally assessed where it is situated, w 
gerd t the font, Bat i belongs to a tion 
or railroad puspoess, The vast. and y terminal. 
in New York, Chicago and all the other great: tr 
would thus be locally taxed at chose centres and on 
of valuation for. similar adjoining land there in 
estate in the country, on the other hand, would be at 
tes country or agric - valuation, e realty butside of 
e right of wa. n be great ds fade. odoin 
tion on fixed getinciplon easily understood, the ire gross 
earnings of the corporations should be subject to assessment 
by each state through whieh its road might run in the propor- 
tion which the miles of the road in that state bear to its whole 
number of miles . The percen le 
greater or smallei according to 
oe As of the whole amount u%on which the levy 
made would be fixed and aiwa ’s easy of bh gy 
The disposition to be made of the tax this levied when 
into the hands of the state authorities—whether it shoul 


BELAND TRACK DRILL. 


retained in the state treasury or distributed among localities, 
either those through which the road might run, or those in 
which the holders of its securities reside—would be matter 
for adjustment by legislation. It could either be retained in 
the state treasury or back into the local treasuries of 
the counties or towns in which the roads are located on 
mileage proportions, or roteanty distributed among all the 
municipalities of the state. Itis a tax on transportation, 
whether of persons or property. It is very possibly as 
equitable a method of raising money by taxation as can be 
devised. If it could, therefore, once be uniformly and pro 
erly adjusted, the distribution of the results of the tax would 
present very few difficulties. All communities aud every 
part of each community are dependent more or less directly 
on railroad transportation. A general tax upon it, if pre 
erly imposed, would be felt not unequally by all, and might 
perhaps not unjustly be shared by all. Where the tax on 
railroads is now levied as an entirety by the state govern- 
ment, the most usual method of distribution is to divide it 
among the counties and municipalities through which each 
road runs in proportion to the length of it therein. In Massa- 
chusetts the tax is paid over to the place of residence of the 
individual stockholder, and any undistributed balance is 
paid into the treasury of the state. In ichigns the 
whole amount of the tax is paid to and retained by 
the state, being devoted to special purposes. In Mississippi, 
where there is a franchise tax, one half of it goes 
to the counties through which the road runs, the 
balance to the state. In New Hampshire, again, one-fourth 
of the tax is paid to the towns through which the road 
, in proportion to the amount expended in each town 
for right of way and taxes. The other three-quarters is 
divided among the towns in proportion to the stock owned 
therein. In this respect, therefore, as in all others, the ex- 
isting state systems afford every variety of precedent. The 
disposition to be made of a tax after it is collected in no 
way, however, affects the question of the proper method of 
collecting it. It must so largely depend on local exigencies 
that no general rule regulating it would seem to be possible. 

Finally, the committee will say that, of all the systems of 
taxation examined by them, those in use in England, among 
the countries of Europe, and in Michigan and Wisconsin 
among the states of the Union, seem to them most intelli- 
gent and in conformity with correct principles, The Michi- 
gan and Wisconsin systems would seem to be especially 
commendable, The systems in use in many of the older 
states, on the contrary, and notably in the states of Massa- 
chusetts, New York, Pennsylvania and Ohio, are very cum- 
bersome, and present hardly any features worthy of study 
or imitation. 

That of Massachusetts, for instance, is based upon no rec- 
ognized principle, would admit of evasions in a most obvious 
way, and is impussible of any eneral application, The 
fundamental idea with it is, that the capital stock o eyemy 
the property, and that its market value will, therefore, op 
proximately measure it for purposes of taxation. A heavily 
Ponded road, under this system, practically escapes taxa 
tion ; and, again, where the stock is owned outside of the 
state in which the road is situated, the tax levied on it 
inures not to the state of the owner’s residence but to that 
in which the property is located. Under such a system it 
hardly needs to be said that the taxation fluctuates w idels 

in amount, and that the amount of debt behind the capita 
stock being disregarded, the burden bears little or no ne 
sary relation to actual earning capacity, whether net 
' gross. Clumsy and devoid of scientific merit as it ung 
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tionably is, however, the Massachi m would seem 
to be preferable to that still in use in New York, concern- 
ing which the state assessors in their annual for 1878 
expressed the opinion that under it there was ‘‘no uniform 
» for any road, in any county, each assessor being gov- 
erned entirely by his own views.” In certain towns the 
railroads appear to pay about one-third of the entire taxes, 
while the —we vi — now (1878) varies from $400 
r mile to 3: r 

ac! The difference in the assessment of the New York Central 
& Hudson River Road, where, for all the purposes that the 
road can be used, it is of the same value to the company is 
$24,000 per mile. In short, it is scarcely an exaggeration 
to say that the assessments are as unlike as the complexion, 
temperament and di tions of the assessors.” It does not 
need to be pointed out that a system such as this—and it is 
the system in most use—compels the corporations, in 
self-defense, to an active participation in local politics. 
Indeed, it is not too much to say, that, as a system, it is open 

to almost every conceivable ob on, 
to in the enumeration 


It does not seem necessary 
of states, as the objections to which the system of each is 


open will evepr fee themselves to anyone at all familiar 
with the principles of correct taxation on reference to the 
accompanying abstract of these s. It is very, ve 
apparent that the subject of railroad taxation is one whic 
in this country has as yet received very little mature consid- 
eration. With a view to a basis for better leg- 
islation, the committee submit with the accompanying docu- 
ments the reper Arai of law in whicb the phraseology of 
the Michigan sta has been very closely followed. 

C. F; ADAMS, JR., of Massachusetts. 

W. B. WiILuiaMs, of Michigan. 

J. H. OBERLY, of Mlinois. 

Dec. 1, 1879. Committee 

DRAFT OF LAW. 


tion, person or association owning 
or operating any or any portion thereof in this state 
shall on or before the day of in each year 
pay to the State Treasurer an annual tax upon the gross re- 
ceipts of said railroad, computed in the following manner 
viz.: Upon all gross a not exceeding thousand 
dollars in amount per mile of road actually operated, per 
cent. of such gross earnings; upon such gross receipts in ex- 
cess of thousand dollars r nile so operated, per 
cent. thereof; which shall be in lieu of all other taxes upon 
the property, capital stock or evidences of indebtedness of 
such corporations, except such real estate as lies outside of 
the location for a right of way exclusively, not exceeding 
rods in width. 

Sec, Il. The real estate lying outside of such location, 
shall be liable to taxation in the same manner as other real 
estate in the same place, 

Sec. III, When a railroad lies partly within and partly 
without this state, there shall be paid into the state treasury 
such proportion of the tax imposed by the first section of 
this act, as the length of its operated road in this state bears 
to the whole len théreof. 


Sec. I. Every co 





Master Car-Builders’ December Meeting. 


The December meeting of Master Car-Builders was theld 
at their rooms on street, New York, on the 18th, 


the subject for consid being, “ standard system 
of screw-threads and the best 1 od of, maintaining exact 
sizes of screws so that bolts and nuts may be interchange- 


able.” 

About thirty gentlemen were -present at the meeting, 
among them a number of manufacturers of taps and dies 
and bolts and nuts. 

The meeting was called to order by Mr. Leander Garey, 
the Chairman, who requested Mr. Chanute to state the 
difficulties which he had encountered in introducing the 
Sellers system of secrew-threads on the New York, Lake Erie 
& Western Railroad, with which he is connected. He said 
that he had already done so at the meeting held at Niagara, 
and therefore he would t his remarks as briefly as pos- 
sible. He said that in 1874 the Sellers system was ado 
on that road and a set of standard taps and dies had been 
furnished to each of the shops on that line, which, as the 
wore out, were replaced by others made from the Er" 
at each of the shops. In 1876 attention was called to the 
fact that some nuts cut at one shop would not fit bolts cut at 
others, and an in tion was made. A set of nuts 
of the different sizes were cut at each of the 
shops, and were sent to Messrs. Pratt & Whitney, who 
fitted soft plugs, made of Babbit metal, into each of these 
nuts. These were exhibited on the table. By taking at 
random a plug and a nut of nominally the same diameter, it 
was found that the one would rarely fit the other. It was 
seen that not only were the diameters different, but in many 
cases the pitch and le of the threads had been altered 
from the original and the taps made at different 
shops did not conform to each other. Nuts were taken from 
28 or 24 foreign cars, and these not only were unlike their 
own screws, but were also unlike each other. This was the 
—s of great waste, detention and expense in making re- 

rs. 

It was found, moreover, that the practice had povenely 
obtained of ng taps over-size, so that all bolts above 
5¢ in. in diameter were ,|, in., and the smaller bolts gy in. in 

y- 


over-size. Inves on showed that the company was 
ing for about 85, Ibs. of iron more than would have 
required if it had been furnished of exact sizes. At present 
ben this would amount to $1,000. Iustructions were 

herefore issued that no more taps and dies should be made 
at the various shi and since these tools have all been 
bought from man rs of them at considerably less cost 
than they could be made for in the company’s sh t wassu 
api that in this way absolute uniformity could be obtain 

norder to have the benefit of cee ion, however, taps 
were bought of different manuf: rs. It was found, 
however, that some of the nuts cut with taps bought of one 
manufacturer could not be screwed ona tap made by an- 
other. This led to a request to the manufacturers to furnish 
sets of their standard screw which were compared 
with the standard gauges at fhe rooklyn Navy Yard. To 
their surprise it was found that the feuges did not agree 
with each other, and although the was not v 
great, it was sufficient to prevent the bolts and nuts, e 
to conform to them, from interchanging with each other. 

It is, perhaps, not very important which of the ga is 
absolutely the correct one; but what the railroad base Geaire 
is that all taps and dies should be made to agree with some 
one stan in order that they may be interchangeable, 
and it was y to call attention to this difficulty, which 
now exists from the want of agreement between the stand- 
ards = the various makers, that he was asked to make these 
remarks, 

Mr. Forney said that one of the difficulties in the wa 
the introduction of the United States, Frankli 
Sellers standard of screw-threads is, that no common 
standard of sizes is used by the various 
taps and dies. It was 
and stating this difficulty, 
Mr. Wm Sellers was the 
vited to come to New York 


of 
n Institute or 





| tem of screw threads to which he referred. 
| been thirty years since I first used what we supposed were 


f | making that kind of thread. 





about the matter, and thus try to bring about agreement in 
that way. 

Mr. GAREY said that there was no other business in the | 
world in which the necessity for uniformity in the size of | 
bolts and nuts was so great as in the car departments of rail- | 
roads. It was no unusual thing for some of the trunk lines 
to have 600 loaded cars on their hands for what they term | 
‘running repairs,” consisting very largely in the use of 
bolts, nuts, ete. If there was a standard that was used by 
all the owners of these cars, it would be a very easy matter 
to repair them, and send them forward to their destinations. 
On the trunk lines, by the interchange of what is termed the 
through freight traffic, they repaired cars owned by over 
850 different companies. The variation in the threads of 
screws gives them no end of trouble, and therefore it was to 
be hoped that the makers of taps and dies would see the ne- 
cessity of agreeing upon some common standard. Mr. Ga- 
is gr r. SELLERS, who spoke as follows: 

r. SELLERS.—I may premise, perhaps, by saying that 
what I have heard to-night has entirely changed my mind 
as to the purpose for which | was invited to be here. I sup- 

, when Mr. Forney asked me to be present at this meet- 

ng, that it was desired that I should endeavor to explain 

away what difficulties might exist in making the size of the 
flat on the top or bottom of the thread or in getting the 
angle right, or something of that kind; when he stated in his 
letter to me the difficulties the car-builders had encountered 
in making the work of their taps and dies interchangeable, 
it was a matter of great surprise to me, and I assumed, per- 
haps too hastily, that this difficulty had its origin in the sys- 
It perhaps has 


standard sizes in our works, as I was very early impressed 
with the importance of having some standard to which we 
might refer all our measures. There was no one making 
standard gauges at that time, except Mr, Whitworth, of 
Manchester, England, and we imported a full set. They 
were very nicely fitted up—so nicely, indeed, that they 
seemed to be unsuited for the workshop, and I de- 
vised a set of inside and outside callipers for workshop use, 
and used the standard gauges merely for the purpose of 
reference. In our innocence, we never suspected that there 
might be, practically, different measurements of the same 
thing, or that there was any difference in such standard 
measures; and we might, perhaps, have gone on much longer 
in that blissful state of ignorance, if it had not been that we 
ordered another set from Mr. Whitworth, and when we had 
the two, we found that they did not all agree perfectly. It 
was impossible to determine which was right, without going 
into a very laborious investigation, which we could not thin 


o’, and we put the old set aside. 1 remember that we did 
not purchase the last set until after Mr. Whitworth had 
written his paper upon contact measurement, and.devised his 
machine for making such measurements, and we therefore 
used the last set, thinking that it would be more exact. We 
had never found any difficulty in having the work of our 
taps and dies to interchange, and when Mr. Forney wrote to 
me about your troubles in that respect, it never occurred to 
me that these troubles might be owing to your original 
standard. I took it as a matter of course that vour troubles 
arose from the inability to get the angles of your threads 
right, or the flat right, and I brought over such instruments 
as we had used for that purpose, that I might explain our 
process. The remarks that I have heard this evening, how- 
ever, lead me to believe that the difficulty does not exist in 
the system of screw threads so much as it does in the matter 
of the original standard. It may be, however, that what we 
have done in getting our measurements of the flat, top and 
bottom, may interest you, and I will, therefore, describe it : 
To insure an exact angle of 60° at the cutting point of the 
lathe tool, we plane up such tools to an exact size, and clamp 
them in a V block, as isshowninfig.1. This V blockis then 
placed on one of our surface grinding machines. The 
projecting end of the tool is presented to an emery wheel, 
which revolves below the plate, and the edge of which, by 
adjustment of the plate, peed, on made to coincide with the sur- 
face of the plate, or be raised above the surface—care having 
m taken to make the sides of the V block true planes, 
standing at an angle of 60° one to the other. e tool 
ground on such a Bolder has its end representing the ex- 
tension of these true surfaces. Proper clearance may be 
given to the tool in grinding it, by underlying the V block 
with a wedge plate, made of the clearance angle beyond. 
The tool, when ground, as above shown, may then be topped 
off the required amount by pines the V block and tool 
still on plane in a vertical female V block, so arranged as to 
let the front of the tool be placed exactly vertical over the 
ac ed surface of the grinding machine ; and the amount 
ken off for the flat required can be determined by the 
vernier gauge exhibited. 

(he continued) was sufticiently accurate to make two 
sets of gauges, not hardened, and that interchanged with 
each other, in every case, at the first trial, and without 
dressing the threads in any way. They, of course, were 
made to correspond in size to the one set of standard gauges, 
to which all of our work was made, and we did not encounter 
the difficulty which has been experienced from the different 
manufacturers using different gauges, which, doubtless, do | 
not correspond. here appeared to be no trouble about | 
it, and I suppose that no one would find any difficulty in | 

In fact, the difficulty a red | 
to me to be so much less than in making the english | 
thread, that I was induced to recommend ft strongly to | 
manufacturers, because, by taking ordinary care, they could 
make taps and dies that would be interchangeable with each 





Fig. 1. 
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other; but, of course, they must have standards to work 
from that are alike in the beginning. These inducements 
were set forth in a paper which I before the Franklin 
Institute some sixteen years ago, and I supposed that I would 
be called upon to explain how to avoid the difficulties that 
you encountered in making that particular thread. I ama 
ittle taken back, therefore, by fiading that there is no diffi- 
culty in that direction at all. 

The question.seems to me to resolve itself into this: How 
shall we ascertain what is a correct inch or quarter-inch, or 
half-inch? It would not make any difference if you ail 
adopted our standards of measurement, or if you adopted 
any of the standards and were all satisfied to work to that 
particular one. 

When I proposed this system of screw threads, I supposed 
that everybody would make his own taps and dies, as there- 
tofore, and it was my hope that an interchangeable system 
would result because everybody would make his own in the 
easiest and simplest way. We continued to make our own 
taps and dies for a long while, but, in process of time, manu- 
facturers of the standard taps and dies grew up in the coun- 
try, and we found that it was cheaper for us to buy than it 
was to make them ourselves; we insisted, however, upon 
having them right by our standard. When they did 


not come right by our standard, we rejected them; 
but we have never experienced any difficulty in 
procuring taps and dies that would make _inter- 


changeable work, and this brings me to suggest that 
as the manufacturers of taps and dies have grown up in the 
conntfy, when the demand for their work was sufficient, so 
at this time the making of gauges is established—only very 
recently perhaps—within a year or two. It isa very diffi- 
cult thing to make a gauge that will be right; in fact, it is 
impossible to make one that will be so nearly right that no 
error can be detected in it. But there are practical limits 
within which we must work commercially, and within which 
we can attain interchangeable work, and if gauges can be 
made with this degree of accuracy, they would answer our 
purpose, so that practically their differences would amount 
to nothing. Now, I would suggest that the parties inter- 
ested in this matter should make it the interest of the 
gauge manufacturer to produce a set of standard measures 
which all could accept as such, and I suggest this because 
it seems to me that the trouble does not lie with the system 
of screw threads. No difficulty seems to exist there. The 
difficulty is the original one of what is an inch, and until 
that has been settled, I do not think it is worth while to dis- 
cuss the forms of threads; whether they shall have flat — 
and flat bottoms or round tops and round bottoms, the diffi- 
culty would exist, and they would not be interchangeable 





unless we could agree what should be the standard and what 
variation from that standard should be permissible. 

Mr. ForNEY called attention to the practice of making 
taps and dies oversize, that is, an inch tap for example is 
made 1,\, in. in diameter. He inquired of Mr. Grant, of the 
Pratt & Whitney company, to what extent they hada de- 
mand for oversize taps and dies. 

Mr. GRANT replied that the demand for that kind was 
reater than fer those of even or standard dimensions, 
Jsually they endeavored to induce people to abandon the 

use of oversize screws, and usually they were successful if 
there was time to confer with those who ordered. They 
found less difficulty in introducing the standard system than 
they at first expected. ; 

Mr. SELLERS.—Early in our endeavor 
a system of standard threads that 
we were frequently asked to 
size than the standard, the complaint being that we 
cut away so much of the iron as to destroy the 
value of the bolt. Now, that was perfectly true. If you 
take a half-inch and a thirty-second for a half-inch, or three- 
quarters and a thirty-second fora three-quarter inch bolt, 
and then cut it to the standard size, you will certainly cut 
away a thirty-second of an inch unnecessarily for the pur- 
pose of making a screw thread. The difficulty exists because 
almost all iron is rolled to full size. We had the same difti- 
culty in establishing standards for shafting, many years ago. 
We found that ,), of an inch was sufficient to turn to our 
standards; that is to say, if the iron was two inches and no 
more, we could make good work. If it was less than two 
inches, we had difficulty. We required, therefore, that the 
mills making our orders should make the iron measure what 
it purported to be, and for atime we had difficulty in ob- 
taining it. After a time, however, that difficulty disap- 
peared, and I am perfectly satisfied there will be no difficul- 
ty in getting bolt-iron to standard sizes, if the public who 
use it insist upon it 

It is scarcely worth while to have a difference of dy Of an 
inch, in bolts that purport to be }¢-inch or 5 or %%; in fact, 
it would be a positive nuisance to have such various sizes, 
because to assort them we must measure them. The differ- 
ence between a % and a %-inch bolt is evident at sight, and 
we ought to have our sizes vary enough to be detectable by 
the eye. The only excuse for such minute variations that 
can be offered is, that the iron, as it now comes from the 
mills, is almost always over size, but this, as I said before, 


to establish 
would interchange, 
make taps of a larger 


,can be remedied whenever we really mean to heve it 


corrected. 
Mr. Forney said it was desirable to get a very strong ex- 
ression of opinion against the vicious practice of maki 
ps and dies oversize. [t prevailed very generally, even 
among some who thought they had adopted the Sellers 
standard system of screw th s. 
Mr. H. 8. MANNING, the sales agent for the Morse Twist 
Drill Company, stated that nut taps were very frequently 
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made j, of an inch oversize, but other classes: of! taps:are: 
almost universally made undersize. 

Mr. Garey stated that in the construction of cars the 
universal practice was to use nothing but what are nomin- 
ally even sizes of screws, but practically these are often as 
mu7h as ; in. oversize. One company had made their ta 
so large, to correspond with the oversize of iron, that final 
they were obliged to order the iron a fraction of an inc 
larger than the nominal size. 

Mr. Grant said that many persons object to using the 
standard on account of the trouble of changing from the ex- 
isting practice. 

Mr. PACKARD, of the New York & New Haven Railroad, 
said that a few years ago he adopted the Sellers standara 
system of threads and found no difficulty in making the 
change. 

Mr, Garey said that at the last annual meeting of the 
Car-Builders, a report was made on that subject, and the 
members were unanimous in stating their desire to work to- 
Gier, to secure uniformity in screw-threads. The New 

York Central Railroad manufactures its own taps and dies, 
and ha presumed that they cost more money than they 
would if it bought them. If it were established that a certain 
set of manufacturers were making interchangeable taps and 
dies, which would probably be used on all roads, they would 
find that most companies would be ready to buy such tools 
of them. 

Mr. Srerson, Superintendent of the Morse Twist Drill 
Company, said that when they received an order for a 14, 
in. Franklin Institute standard tap, they wrote to the parties 
asking them to omit that size, but they were not always suc- 
cessful. It was difficult for a manufacturer of taps to estab- 
lish his own gauges independently of those to whom he su 
plies them. A thread made to fit one gauge would not fit 
another gauge which had been hardened, and a soft gauge 
would soon be destroyed. At the time the government es- 
tablished the use of the standard system of screw threads in 
the navy yards, ten sets of gauges were ordered from a 
manufacturer. His firm procured a duplicate set of these 
and took them to the navy yard in Boston and found that 
they were practically interchangeable. He also took them 
to the Brooklyn Navy Yard. The following tabular state- 
ment shows the difference between them: 

















‘4 4 
Q% QaAWS 
Pu Somn- 
B.4 |g: Ss 
SIZE. : 7 * © \Morse Twist Drill & Machine 
a : eee Co., Female Gauge. 
i ~ ga 
= su: 
Me iwns 0.25 0.25 Interchanged, 
iisck 813 81: “ 
>. oe .B75 | 8759 | 
| .487 .437 \Interchanged. 
ee 505 | 505 | “ 
ee 562 .564 (—) a 
Tcte nt Damaged| .626 6 
ee 7505 751 “ 
ae .876 .8758 r) 
Bas S03 1.00075 | 1.00075 a 
a os \ Navy Yard M. T. D. & M. Co. 
1% 1.125 (+)| 1.125 (—)) 4 (4) meeeny 7 7 
1% ....| 1.25 1.25 Interchanged, 
1% ....| 1.375 | 1.875 6“ 
1i¢....| 1.5 11.5(—) |(—). 
15¢ ....| 1.6246 1.624 (—). 
1%; ....| 1.749 1.749 Interchanged. 
1% ....| 1.8745 1.874 (—). 
BD iviccse | 1,999 | 1.999 
| 
The sign (—) means that the piece is small, but not enough to 


measure. 
The sign (+ 

measure. 
The Pratt & Whitney Co. male gauges I did not calliper, with 

the exception of the 134, which I found to be 0,00025 in. small. 


This they thought was a tolerably close agreement, and 
they had manufactured to that system since. But he was 
impressed with the idea that it was impossible for two 
manufacturers to establish gauges by measurement which 
would be interchangeable after hardening. As Mr. Sellers 
had suggested, that might be done if the gauges are left 
sof 


) means that the piece is large, but not enough to 


soft. 

He thought that the best way for the users to keep run of 
their work was to provide themselves with a set of those 
male gauges, andif they used the Pratt & Whitney standard 
he had no doubt but they would furnish these gauges. He 
believed it to be best to let the nuts form the standards for 
the bolt. He believed that could be done without any great 
trouble, and the wearing of the taps could be detected, and 
when it was detected, it must be stopped. If the users tried 
to get the last possible cut out of a tap, they would destroy 
this interchangeable system very soon. 

Mr. SELLERS.—There is just one word I should 
like to say, following up the suggestion of Mr. 
Stetson with reference to hardening standard gauges. 
It is quite possible to make interchangeable screw 
gauges, so long as you keep them soft, in which 
case they would answer perfectly for reference; but in our 
works we do not use such screw gauges at all. We depend 
upon measuring the outside diameter and the diameter at 
the bottom of the thread, the angle of the thread, the flat 
top and bottom and the pitch. e have purchased taps 
from nearly all the manufacturers; sometimes their work 
does not come right according to our method of measuring; 
but we depend entirely upon that. If the outside diameter 
is right, the size at the bottom of the thread is bt, the 
angle of the thread, the pitch and the flat top and bottom 
are right, all of which can easily be determined by meas- 
urement, we accept them. We do not attempt to screw them 
into any gauge of that kind, and I believe that practically 
all the bolts and nuts that car-builders use would be inter- 
changeable if the taps were measured in the way I have de- 
scribed. For this purpose, it would be only necessary to 
have sets of gauges that would be suitable for general work, 
standard callipers in fact. I donot think that you would 
help the matter much by having a gauge to screw your 
work into; because if it is hardened, the chances are that it 
won’t be right—and if it is soft, it won’t last half a dozen 
times before the size will be altered. 

Mr. Forney.—Mr. Sellers remarks that to test taps would 
be simply to measure the outside diameter, the diameter at 
the root of the teeth, the angle of the th and the pitch. 

Mr. SELLERS.—If any one will take one of these taps and 
examine it he will see that the flat at the top and the bottom 
come so close together that almost anybody can detect a 
difference, if it exists, by the eye alone. The measurement 
of the outside is to the last degree simple, the bottom of the 
thread equally so, and if these are right the eye will detect 
anerror if it exists in the flattop and bottom. With ta 
selected by such measurements I do not think there would 
any difficulty in getting work that would be practically 
interchangeable. 


whether their unit of measurement was correct. 

Mr.. GRANT said they had furnished the Pennsylvania | 

Railroad Company, on which the Sellers system used, | 

with about two dozen taps, which, he was told by Mr. Strat- | 

— interchange with those made in shops at | 
ma. 


Mr. STETSON said he would like to ask the opinion of Mr. 
Sellers whether some means should not be a tag to stop 
the use of taps, and he would suggest that the boy who was | 
tapping nuts be furnished with a standard gauge to test bis | 
work by. 
Mr. SELLERS.—I think there is nothing better so long as it 
lasts. But consider the great number of times that it must be 
used, It could not be long before it would be used up. I think 
it quite good enough for such purposes to select a new tap, 
which has been measured and found correct, tap a dozen nuts 
with it, and give them to the boy who is cutting the bolts 
to be used as his gauge. If he hasa good machine he will 
rarely require to test his bolts, so thata few such inexpensive 
auges will serve for many hundreds of bolts, and when un- 

fit for gauges they remain good nuts for practical use. Even 
hardened gauges will wear, but when worn they are useless, 

Mr. STETSON was thoroughly impressed with the fact that 
those standards must come from some one source, and that 
all gauges must emanate from that point. 

ur. SELLERS asked if he meant to have these gauges hard- 
ened. 


Mr. STETSON would do as Mr. Sellers should say about the 
matter. It was not important whether they were perfect or 
not, as long as they were interchangeable. | 

Mr. SELLERS asked if he could make them interchangeable 
if he hardened them. 

Mr. STETSON said he would work at them until he did. | 

Mr. SELLERS.—I must say, Mr. Stetson, that I regard that 
as absolutely my oe neg If the thread has been dis- 
torted at all by hardening, it is impossible by any process 
not unreasonably expensive to bring it to the condition of a 
standard gauge, and if made stan before hardening, 
it would be absolutely impossible to restore it. You add so 
enormously to the cost of the production without any com- 
mensurate gain, that I should be loth to recommend the 
adoption of a system that would require such expensive ma- 
chinery to determine whether you are right or not, I donot 
believe that for the practical purposes of car-builders they 

uire anything like that. Their work will be interchange- 
able if they measure their taps in the way I have described— 
indeed, I nelieve they will obtain better work by selecting | 
their taps by measurement than by gauging them into a 
hardened standard nut, asin the latter case the tap will | 
probably be too small to commence with, 

Mr. GRANT said that by processes which had been recentl 
verfected they could make hardened-steel gauges of whic 
oth the angle of the thread and the pitch are perfect. They 

were expensive, but not so much so that they could not be 
used in all railroad shops. 

Mr. Forney said it seemed that the practical difficulty at 
present was that the tap and die manufacturers were not 
agreed among themselves about the standard. If any au- 
thority could be exercised to say that some special set of 
gauges should be the established standard, then the manu- 
facturers could work to it. Itseemed as though the thing 
for them to do would be to come together and agree upon 
some standard. If they could not do that, they could sub- 
mit the matter to the arbitration of some competent person 
to determine what should be the standard. Mr. Sellers had 
suggested that if the outside diameter of the tap, the diam- 
eter at the root of the teeth, the angle of the thread, the flat 
portion top and bottom and the pitch were right, the tap 
could not be wrong. These are all easily determinable by 
any car-builder. 

Mr. GRANT said they had been to the expense of about 
$30,000 for gauges, but the Pratt & Whitney Company 
would come together with the Morse [wist Drill Company 
or any one else, provided they could have the encouragement 
of the railroad companies to do it. 

Mr. Forney said that he thought it was safe to assume 
that if the manufacturers agreed among themselves, the 
Car-Builders’ Association and railroad managers would as- 
sent to such a decision at once. 

After a vote of thanks to Mr. Sellers and the gentlemen 
connected with the manufacture of taps and dies who had 
taken part in the discussion, the meeting adjourned. 

The following letter relating to the subject was received 
from Mr. Ortton, of the Canada Southern Railway: 

“CANADA SOUTHERN RAILWAY, | 
“Sr. THomgs, Ontario, Dec, 16, 1879. \ 
* Leander Garey, Esq., F ident Master Car-Builders’ 

Association. 

“DEAR Sir: In reply to your kind invitation to be present 
at your meeting on the 18th inst., I regret exceedingly that 
I shall be unable to be with you, to lend a helping hand in 

sressing forward the good work begun at our last conven- 
ion, of assimilating the numerous existing systems of screw- 
threads, and sizes of bolts and nuts, into one grand uniform 
system, by which every railroad company may be immensely 
benefited, both pecuniarily, as shown by the figures given in 
our last report, and in the relative safety of their cars, from 
keeping the several eo properly secured together, instead 
of being only partially so, as too many of them are at the 
present day. 

“ It is no exaggeration to say thatone-half of the cost of 
ordinary running repairs needed may be traced to the bad 
fitting of nuts and bolts alone, from which cause trucks and 
draft-gearing are daily found more or less broken or dis- 
oe and cars unsafe to run until refitted with new nuts or 

olts. 

‘“‘T beg leave to place on record my vote against the pres- 
ent want of uniformity in the screw threads in use, and wish 
greatly that I could be present to listen to the address to be 
given ‘by Mr. Sellers, whose splendid system should be en- 

orsed and adopted by every car-builder and manufacturer. 

“TI trust that the members will take up the subject in 








Mr. Forney said it would then become simply a question The chief business was to receive the report of the Commit- 





right good earnest, and compel manufacturers of bolts and 
nuts, and car-builders also, to age one system only, 
and that one to be Sellers’, as adopted by the Franklin n- 
stitute. 

“To show the desirability of this course, I would say that | 
we are necessitated to keep three or four classes of nuts, va- | 
rying to the extent of one-sixteenth of an inch in diameter | 
of screw, which our repairers have tocarry along with them, 
as they go from car, replacing lost or loosely fitted nuts. In | 
the mean time, as a result of this and its corsequences, cars | 
are frequently side-tracked and delayed for hours. This at | 
least is my experience, and I doubt not it is the experience | 
of most of our members. Why should such a state of things | 
continue to repeat itself, when there is a remedy for it in our | 
own hands, if we would but grasp it ¢ 

‘*T am, dear sir, respectfully yours, 
** JoHN ORTTON, Gen’l M M.,C.8.R.” | 


Convention of the Southern, Railway and Steamship | 





The adjourned annual convention assembled in Atlanta, | 
at 744 p. m , Dec. 16, Hon. Joseph E. Brown, President, in| 
the chair, and a very full attendance of representatives of | 
the companies belonging to the’ Association being present. 
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tee on Revision of Agreement and Rules, appointed Nov, 5, 
and other committees. The report on Revision of 
ment and Rules was first submitted, together with a long 
letter from Mr. Albert Fink, giving opinions on some points 
concerning which the committee had asked his advice. He 
advised that questions in which only a of the members 
of the Association are interested should be settled by those 
members only, and not by the whole Association ; he advised 
against a proposition that if any member of the Association 
should be dissetisfied with the General Commissioner’s inter- 

retation ot any of the rules of the Association, the opera- 
ion of such rule should be suspended until it should have 

nm passed upon by a committee or board of arbitraticn. 

This, he said, contained the germ of disorganization. It 
would be better to have the ru ing hold good until reversed 
by such a committee or board. In that case the dissatisfied 
parties would be intereste¢ in — a mee and de 
cision ; but if the ruling was suspended until confirmed, it 
vould be their interest to delay a decision, and at best 
rap 4 action by such bodies is difficult. He sug 

liat to keep the Commissioner well informed as to the 
different interests and views of members of the Association 
it would be well to have not one but several standing com- 
mittees on the various important subjects, as accounts, rules, 
classification, cotton rates, and merchandise rates ; and make 
it the duty of the Commissioner to consult with the proper 
committee before taking final action on an important matter 
within its field; but it the committee was not unanimous 
the final decision should be made by the Commissioner, hav- 
ing heard all parties concerned. If his decision should not 
be satisfactory it might be reviewed by a general conven- 
tion or a board of arbitration. Mr. Fink said that the duties 
of the Commissioner should be chiefly of an executive char- 
acter ; he should carry out the legislation of the Association, 
not act as dictator or manager, and act as judge only in case 
of disagreement. He especially recommended the appoint- 
ment of a Board of Arbitration, and he suggested the rail- 
road commissieners appointed by the Governor might be 
selected as arbitrators, and asked if legislation could not be 
had making their decision legally binding, saying ‘I have 
been of the conviction for a long time that the final solution 
of the railroad problem can only be accomplished in some 
such way, viz., by a commission or board of arbitration in 
which both the row 4 and the railroad compahies are im- 
partially represented,” 

The report on Revision of Rules will be given substantially 
in the latter part of the proceedings, when its provisions 
were passed upon by the convention. 

A memorial was presented from the Atlanta & Charlotte 
Air Line, the Richmond & Danville, the Baltimore Steam 
Packet Co., the Seaboard & Roanoke, the Raleigh & Gaston 
the Raleigh & Augusta Air Line, the Carolina Central, the 
Richmond, York River & Chesapeake, the Charlotte, Co- 
lumbia & Augusta, the Philadelphia, Norfolk & Richmond 
Line, the New York & Wilmington Steamship Co., the 
North Carolina Line and the Old Dominion Steamship Co., 
presenting objections to the existing constitution, proposea 
amendments and existing apportionment of business of the 
Association, on these grounds; 1. The Air Line and its con- 
nections are allowed but 25 per cent. of the south-bound 
business, while the returns for six months show that they 
have carried 57 per cent of it. 2. The method of arbitra- 
tion provided when there is a difference between one line 
and a number of others makes the board of arbitrators 
entirely in the interest of the majority. 8, The change in 
the basis of representation proposed makes the members 
vote according to their apportioned revenue, which lessens 
the voting power of a member whose apportionment is un- 
fairly small. The memorialists said this condition of things 
could not continue ; if it was not remedied the lines would 
have to withdraw from the Association, 

This memorial was referred to a committee of five ap- 
vointed by the President (Messrs, Quintard, Alexander, 
Raoul, Knox and MacRae), which was instructed to confer 
with a committee of five appointed by the memorialists 
(Messrs. Sibley, Buford, Haskell, Robinsou and Stantord). 

Mr. E. B. Stahlman, Chairman of Committee upon Rela- 
tions between Green Line and Eastern Lines, read the fol- 
lowing report : 

REPORT OF THE COMMITTEE ON RELATIONS OF THE GREEN 

LINE AND SOUTHERN RAILWAY AND STEAMSHIP ASSOCIA- 

TION. 


“Your committee, to whom was referred all questions 
pertaining to the relations of the Green Line and this Asso- 
ciation, beg leave to report as follows : 

“The agreement of November, 1878, was intended to 
divide equitably business to coast and certain interior terri- 
tory. Wor and in consideration of this, the eastern lines were 
to 80 adjust rates as to protect the Green Line on its interior 
business. [t was also intended to enable the Green Line to 
derive au increased revenue, by maintaining higher rates to 
these interior points than it had previously been able to do, 
and to this aol it was agreed that the Eastern line rates to 
coast points should be made not less than the then existing 
Green Line rates to Augusta. 

**On theassembling of the Rate Comimnittee, it was ascer- 
tained that the Eastern lines were not able to comply with 
that part of the agreement, and it was found necessary to fix 
rates to coast points via the Eastern lines, on combination of 
locals, much below the current rates to Augusta. It was 
also found necessary to adjust rates to Augusta, and to in- 
terior Green Line points, on the same basis, thus virtually 
ignoring that portion of the November, 1#78, agreement, 
which was intended to recompense the Green Line for the 
concessions that had been made to the Eastern lines. 

‘* Within a very short period after the adjustment of rates 
by the Committee, it was found that the rates to coast points 
were not being maintained, the steamship lines claimmg that 
they were unable to exact higher rates than their locals be- 
tween the Eastern and Southern ports. 1t was found neces- 
sary to reduce rates to the coast, based on a combination of 
the steamship’s local and reduced rates of the trunk lines, 
and in this way repeated reductions of the rates were made; 
in fact, it was admitted by the Eastern lines that they were 


| unable to give the Green Line the protection promised, and 


it only remained for the Green Line to make such rates from 
time to time as the combination of the locals of the steam- 
ships and the trunk line rates would permit. 

“It was discovered repeatedly during the year that the 
co bination of locais ria Richmond had a tendency to dis- 
turb the rates tv the interior. Quite large shipments of 
Western produce had penetrated Green Line territory at cut 
rates, to Goartanbers, Greenville, Augusta, et«. 

* Owing to these combinations of locals, it was found neces 
sary to reduce the interior rates of the Green Line, so that 
during the past year the Green Line has not averaged as high 
rates per mile on its interior business as it did prior to the 
agreement with Eastern lines. in addition to this loss of 
revenue on interior business, it was found that the practical 


working of the ten per cent. difference accorded the Eastern 


lines to coast and Eastern line interior points, had the effect 
of almost wholiy excluding the Green Line from any par- 
ticipation in this business, except where it originated on and 
south of the Ohio River, and even such business, althoug! 
conceded to the Green Line, was not fully protected, 

many shipments from Ohio River points came to 5S 
coast oan interior points via Eastern lines. The un 
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standing on the part of the Green Line was tbat the | Agreement and Rules was taken up, section by section, with 


10 per cent. difference was intended to divide the business to 
Southern coast and Eastern interior Png ne and not that 
they should be wholly excluded from this sesziboey. 

“In view of all these facts, it appears unfair to ask that 
the terms of the agreement should continue in effect. More- 
over, we may expect, within a vary ears period, an export 
movement of Western produce via Southern ports, To hope 
for this while all Western lines are virtually excluded from 
doing business at the coast would appear unreasonable, 

‘In order, however, to arrive at a temporary adjustment, 
a majority of your committee agree that the difference here- 
tofore conceded to the Eastern rail and water lines by the 
Green Line to the coast and interior Eastern line territory 
on business from the West should be made five cents per 
hundred pounds, and that the same differences shall be con- 
ceded to the Green Line on interior Green Line business, it 
beng distinctly understood that should any Eastern all-rail 
line bring any business into competitive rn territory, 
such line shall observe and use the all-rail Green Line rates, 
and on business into Green Line territory such line shall ob- 
serve the same differences and work the same rates as East- 
ern rai] and water lines, it being understood that business 
from Obio River points to coast and Eastern interior points 
shall be conceded to the Green Line. 

‘‘ While your committee is clearly of the opinion that the 
routes from the West via Eastern ports are unnatural and 
not entitled to icipate in this traffic, your committee 
deem it best for present, and would recommend the adop- 
tion of the above as a basis for a temporary adjustment. 

‘*Herewith find resolution offered by the minority, which 
was rejected by the committee : those voting aye—Talcott 
and yes sak ‘ more —nOests, Dorsey, Knox, Stablman. 
This is submitted at the request of the former asthe 

REPORT OF THE MINORITY, TO WIT: 


‘* Resolved, That the all-rail lines working from the West 
via Danville, participate in all business from the West to 
Southeastern points at same rates as may exist via Green 
Line; and be it further 

‘** Resolved, That this committee deem it inexpedient to 
make any change further from the agreement made by 
Eastern and Western lines at the last annual meeting of the 
Southern Railway and Steamship Association, for business 
in the territory reached by the respective lines. 

“Respectfully submitted for the majority: 

“i. B, STAHLMAN, 
“KE. R. Dorsey, 
‘““Ww. RoGERs, 
“Geo. R. Knox. 


“1 M. R. Taccort, 
“EDWIN FITZGERALD, 
“REUBEN Foster.” 

The report of the Committee upon Revision of Agreement 
and Rules, and report of Committee upon Relations between 
the Green Line and Eastern Lines were ordered printed for 
action the following day. 

At 814 p. m., Dec. 17, the convention reassembled, and the 
report of the Committee of Conference and Committee from 
Memorialists was read by the Secretary, as follows : 

‘* To the Members of the Southern Railway aud Steamship 

Association : 

‘* GENTLEMEN. — Your committee beg leave to report that 
they have conferred with the committee appointed by the 
memorialists, and organized the two committees as a joint 
committee, with Mr, Quintard as Chairman, The questions 
involved were se discussed, and the committee adopted 
the following resolutions, which they recommend for the 
adoption of this Association, namely : 

** Resolved, 1. That this Joint Committee recommend to 
the Association the appointment of Col. T. H. Carter, Col. 
Jno. Sereven and Col. W. R. Arthur to be a pcr. nanent Board 
of Arbitration to serve for the ensuing Association year, 
and until their successors are appointed, to decide all ques- 
tions referable to arbitration under the rules of the Associa- 
tion. 

** Resolved, 2, That the decision of said Board on all pend- 
ing questions shall cover a period from which the appeal 
from the action of the General Commissioner was taken. 

** Resolved, 8, That in the event of either member now 
nominated on the Board of Arbitration failing to accept the 
position, or — unable to serve, his or their successors 
shall be appointed by this Joint Committee, to act until the 
next meeting of the Association, and that the convention be 
requested to continue this Joint Committee in authority for 
that perposs. 

‘* Resolved, 4, That the Board of Arbitration select their 
own chairman, and for the present, the pay of the members 
of the Board be at the rate of $2,000 per year each, and 
their necessary traveling expenses, the salaries and expenses 
to be paid monthly by the General Commissioner on the 
same basis as the salary of the General Commissioner is paid. 

‘‘Hesolved, 5, That this Committee recommend to the con- 
vention the appointment of a Committee on credentials, who 
shall eliminate from the list of members all companies which 
are not interested in the competitive business of the Associa- 
tion, and that no member shall be entitled to vote upon an 
question in which it is not directly or indirectly juterested, 
and that only the directors and general ofticers, including 
general freight agents of the companies, members of the 
Association, shall ar or participate in its proceed- 
ings, except by special invitation of a member of the Associ- 
ation. 

_ “Resolved, 6, That the divisions of cotton shall be made on 
the basis of ton , and so far as practicable, each line 
shall carry its allotted proportion of tonnage; but lines 
carrying an excess shall settle balances in money as hereto- 

ore, 

‘* Resolved, '7, That this Committee recommend that the 
Association ‘take no action on the recommendation of the 
Committee of Seven as to a change in the basis of representa- 
tion, and thus leave the basis of representation unchanged. 

“Gro. W. QUINTARD, Chairman. 
“BK. P. ALEXANDER, 
“W.G. Raovut, 
“Gro. R. Knox, 

ca Hh — i 

‘ Committee a inte Association, 
“HW. SIBLEY, 
‘A. 8. BuForD, 
“A.C. HASKELL, 
** Jno. M. Rosinson, 
““W. H. Sranrorp, 

‘Committee appointed by Memorialists.” 


This report was taken up by sections, and each and al) 
were adopted, 

The presidents of the Georgia, the Central of Georgia, the 
Atlanta & Charlotte Air-Line, the Western & Atlantic, and 
the Charlotte, Columbia & Augusta railroad companies were 
by resolution selected to uppoint a standing Committee on 
Rules for the ensuing Association year. 

_The report on the Relations between the Green Line’ and 
Eastern Lines being called up, a motion to adopt the minor- 
ity report was defeated by a vote of 28 to 28, the President 
deciding. The majority report was then adopted by a vote 
of 28 to 25. 

On the morning of the 18th the report on Revision of 


“For the minority: 





the following result: 
REVISION OF RULES. 

1st. From Article 1 of the agreement, there be stricken 
out the words, “‘and passenger.” —Adopted. 

2d. That in Article 4, for the words, “‘ the first Wednes- 
day in October,” there be substituted the words, ‘‘ the second 
Wednesday in August.” —Adopted. 

8d. That to Article 5, after the words, “ but said Conven- 
tion shall have no authority to act upon any subject in 
which all the members of the Association are not directly or 
indirectly interested,” there be added the words, “ unless by 
unanimous consent of all the parties directly interested.” — 
Adopted. 

The 4th Section, in reference to votes of leased roads 
and others, passed over, because action had already been 
taken covering that matter. [No change.] 

In lieu of the 5th Section, as reported by the Committee, 
Mr. Pope moved to adopt the following, which was carried: 

5th. ‘* And there shall be appointed the following Stand- 
ing Committees, who shall hold office for like periods with 
the President of the Association. To wit: A committee of 
five persons, on Accounts, Finance, Organization and Rules. 

“ A committee of ten on Rates and Classification to which 
committee the General Commissioner shall be added, and of 
which he shall be Chairman. 

“* Both of said committees shall be appointed in such man- 
ner as the Association may provide.” 

6th. Section reading—That from Article 20 there be 
stricken out the words “ both freight and passenger,” was 
adopted. 

7th. Section as reported passed over because of action 
already taken covering the same, 

Sections 8th, 9th, 10th, 11th and 12th were adopted as 
follows: 

8th. That in lieu of the present Article 24, there be sub- 
stituted the following: ‘The General Commissioner is re- 
quired to organize such system for the rendition of tonnage 
and revenue reports in the entire territory of this Associa- 
tion, both of divided and undivided traffic, and of the condi- 
tion and observance of tariffs, as will give him absolute ac- 
quaintance with the progress and condition of the Associa- 
tion’s affairs, and enable the application of remedies to evils 
that may arise, and will likewise enable a frequent trans- 
mission of current business so early after the performance 
thereof that lines may understand their status therein in 
time to have their conduct regulated accordingly; and to the 
accomplishment of these ends, and the other duties of his 
office, ~ is authorized to employ such force as is necessary, 
the expense of which, his traveling, incidental and all other 
necessary expenses, shall be assessed by himself and paid 
monthly by each member pro rata, according to the gross 
monthly income from competitive business of the company ; 
and all expenses of the Association shall be subject to the 
supervision of the Committee on Finance, for whose infor- 
mation abstracts of expenditures are to be submitted.” 

9th. For the present Rule 11, there be substituted the fol- 
lowing: ‘‘In determining the divisions at any one point, 
allotments shall be made to the several lines, and not to the 
initial roads alone, so as to include the sub-division of busi- 
ness,” 

10th. ‘hat from Rule 18 there be stricken out the words, 
‘*no through tickets or.” 

llth. That the following be adopted as Rule 23: “The 
duration of all allotments of business shall be tothe end of 
the fisca] Association year, and thereafter, until a new allot- 
ment is made.” 

12th. And tbat in the rules there be incorporated, in 
their proper location, such as have been adopted at various 
conventions of the Association, and appear in the records 
thereof, viz: 

Page 861—‘‘ The rate allowable as cost of carriage to roads 
carrying excess of business, shall be 20 per cent. of gross 
revenue derived.” 

Same page—*'.'That on all through business that is divided, 
20 per cent of the tariff rates, or such smaller amount as the 
General Commissioner may find necessary, shall be reserved 
to the credit of the General Commissioner, and treated as an 
arbitrary amount prior to assessment of the proportions of 
the lines at interest, and the railway or steamship company 
making the collection shall deposit the same in some safe 
bank, to the credit of the General Commissioner, under such 
regulations as he may enact.” 

Page 113, new series—‘‘ That in all elections of officers, 
where more than one candidate is presented, said election 
shall be by ballot, and as each company is called, its repre- 
sentative shall come forward_and deposit its vote.” 

“Referring to the recomn#@ndations of the General Com- 
missioner, touching his control of competitive passenger 
traffic, the Committee beg to report that they consider it 
inexpedient to take such action, and have embodied their 
views on the subject in the amendments submitted to the 
convention. 

‘‘In the matter of Association agencies at the ports for 
expediting and perfecting its tonnage and revenue reports, 
the Committee consider that sufficient authority in the 
matter is given to the Commissioner in the proposed amend- 
ments to article 22, 

‘Touching a more explicit definition of the duties, rela- 
tions and prerogatives of the General Commissioner and the 
Rate Committee to each other, and to the Association, the 
Committee consider that beyond the power of making rates 
and classifications for use by the members of this Associa- 
tien, the Rate Committee has no power to enforce 1ts action, 
but such enforcement is a matter for the action of the Gen- 
eral Commissioner under the rules of the Association.” 

It was voted that the office of the Association and the 
oflicial residence of the General Commissioner be removed 
to Atlanta, Ga., on or before April 1, 1880. 

The President announced the following standing com- 
mittees under the revised rules: Credentials and Elimina- 
tion.—Col. E. W. Cole, Hon. R. R. Bridgers, Gen. E. P. 
Alexander. 

Accounts, Finance, Organization and Rules,—Col. A. 8. 
Buford, Col. John B. Peck, Capt. W. G. Raoul, Mr. W. H. 
Stanford, Col, L. P. Grant. 

A resolution was offered providing that each member of 
the Association should pay an assessment of $250 per year, 
aside from contributions in proportion to competitive traffic, 
by wiich now all the expenses of the Association are paid. 
Notice was given that this would come up for action at the 
next meeting. 

The Committee on Elimination and Credentials was in- 
structed to prepare a voting list of the companies belonging 
to the Association, in accordance with the rules, under 
which list votes should be cast, and the committee’s report 
on this matter was made the first business of the next meet- 
ing, which is to be held Jan. 28, 1880. 


Receivers’ and Lawyers’ Fees 





On Monday, Andrew Sloan, Esq., standing master in the 
United States Circuit Court, had referred to him the follow- 
ing claims for compensation out of the fund of $800,000 in 
the hands of John Screven and Samuel A. Strang, Esgqs., 
late receivers of the late Atlantic & Gulf Railroad: 





1. Petition of Judge W. 8. Chisholm, for services as attor- 
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ney of the second-mortgage bondholders, under whose fore- 
closure the road was sold and bought by H. B. Plant, Esq., 
the largest of the second-mortgage bondholders. 

2. Petition of General A. R. Lawton, attorney of the re- 
ceivers since their appointment in February, 1877. 

3. Petition of Captain R. Falligant, attorney for the At- 
lantic & Gulf Railroad. 

4. Petition of Messrs. John Screven and Samuel A. Strang, 


| receivers, ete., for extra compensation. 


Up to this time the Court has ordered paid, out of the earn- 
ings of the road, since the receivers were appointed: To 
Judge Chisholm, $5,000; to General Lawton, $5, ; to Cap- 
tiin Falligant, $2,500; and to each of the receivers a yearly 
salary of $7,500. 

In addition to these sums already received, Mr. Sloan yes- 
terday morning reported that these further sums be allowed: 
To Judge Chisholm. . $60,600 
To General Lawton.. . 12,000 
To Captain Falligant........... 
aD Gee SOON OL OREM eo. 6.0 sin0.0400neccncentdescoh'e xe 8,000 
To Samuel A. Strang, as trustee of the second-mortgage 






SS ee ee oF ,250 
To Eugene Kelly, as trustee of the second-mortgage bond- 

Mics civgtinel debts cécedbeoedis ese sVel Fixivery tree (ERO 
To Morris K. Jesup, surviving trustee of the first-mort- 

i INR. 5.6 0.0 00. chte Rae thee enled Nhe obebiev'ew when eel 2,500 


Thus making a total of $95,600 now to be paid to three 
lawyers, the two receivers and three trustees, one also a re- 
ceiver, over and above the amounts already received by 
them, if objections are not filed in thirty days to Mr. Sloan’s 
report, which was yesterday approved by the Court. If this 
is allowed, of course nothing will be left for the laborers 
and employés of the road, who have claims amounting to 
about $120,000, 

We are informed that the attorneys representing the la- 
borers and employés, in whose favor Mr. Lester lately re- 
ported to the court, will certainly file exceptions within the 
prescribed time to the allowance of the full amount of these 
large sums, and that objections will be made to any allow- 
ance at all out of this fund to the attorney of the Atlantic & 
Gulf Railroad proper. 

It is said that even if no question were made as to the 
amount of the fee that the attorneys for the bondholders 
ought to get, still that so large an amount as $60,600 should 
not come out of the $300,000 paid for the road, as half that 
amount, or $30,000, would of itself pay 25 per cent. on the 
claims due to the laborers and employés. And that if the 
attorney of the bondholders should be paid anything out of 
the fund in court, it should only be a percentage for bring- 
ing the fund into court, which is rarely ever more than 10 
per cent., even on small amounts. The amount now recom- 
mended by the master, with the amount already paid to the 
attorney of the bondholders, makes more than 20 per cent., 
or over one-fifth, of the whole sum realized by the sale of 
the road, 

Of the sum allowed to the attorneys of the receivers, it is 
said that it is too large. And of the sum allowed to the at- 
torney of the Atlantic & Gulf Railroad, that it is not oaly 
excessive, but altogether improper to be paid, as the re- 
ceivers who have stood in the place of the railroad since their 
appointment, have had able counsel. As for the receivers, 
it is said they have been amply compensated by the salary of 
$7,500 per annum already allowed them by the court. 

As to the sums allowed S. A. Strangand Eugene Kelly, 
trustees of the second-mortgage bondholders, and to Morris 
K. Jesup, trustee of first-mortgage bondholders, it is con- 
tended that they have no shadow of claim upon the fund 
realized by a sale of the roa@ under foreclosure of the second- 
mortgage.—Savannah News, Dec. 10. 


THE SCRAP HEAP. 


Railroad Equipment Notes. 

The Fairlie engine ‘* Janus,” built by Wm. Mason some 
years ago and sold to the Lehigh Valley road is now in the 
shops undergoing repairs, and 1s to be put at work as helper 
ona grade. It has lain idle in the house at Mauch Chunk 
for nearly four years past. 

Adam Johnson & Son, of the Franklin Iron Works at 
Reading, Pa., are building a number of iron ore cars for the 
East Penn Iron Co., and for Clymer & Co., of Reading. 

The Rhode Island Locomotive Works at Providence re- 
cently delivered three locomotives to the Pittsburgh & Lake 
Erie road. 

The Litchfield Car Co., at Litchfield, Ill., lately delivered 
50 flat cars to the Houston, East & West Texas road. 

The Danforth Locomotive Works in Paterson, N, J., re- 
cently delivered a mogul freight engine to the Tennessee 
Coal & Railroad Co, 

The Nashville, Chattanooga & St. Louis shops in Nash- 
ville, Tenn., are changing several engines from 5-ft. to stand- 
ard gauge, for use upon the Owensboro & Nasville road. 

The Hinckley Locomotive Works in Boston lately com- 
pleted a heavy mogul freight lecomotive for the New Lon- 
don Northern road. 

A bill to have the Winchell Car Ventilator Co. declared 
insolvent and a receiver appointed. has been filed in the 
United States Circuit Court in Chicago by Thomas H. 
Fletcher, a creditor. 

The Boston & Albany shops at Springfield, Mass., have 
turned out a heavy freight engine with 18%4 by 28 in. cyl- 
inders and four 4\4-ft. driving wheels. The steam-ports are 
8 by 1\ in. insize. The weight of the driving wheels when 
loaded is 54,000 lbs., or 13,500 Ibs. per wheel. 

The shops of the Morris & Essex Division of the Delaware 
Lackawanna & Western road, at Kingsland, N. J., have ju-t 
completed a heavy passenger engine and are building 
another. These engines have long fire-boxes, to burn an- 
thracite coal, and are specially designed for the heavy pas- 
senger trains of the road. 

Iron and Manufacturing Notes. 

Pequest Furnace, in Warren County, N. J., is being re- 
paired, and will go into blast about the middle of January. 

‘the Crescent Iron Co. has been organized at Pomeroy, O., 
to operate the rolling mill and furnace of the old Pomeroy 
Iron Co., sold some months ago. 

Swedes Furnace, in Montgomery County, Pa., is being put 
in repair, and will be started up as soon as it is ready. Both 
stacks are to be used. 

Williams, Long & McDowell, of the Keystone Rolling 
Mill, have started their new rotary shear, which is the 
largest now in use in this city. It will shear a plate 48 in. 
wide and % in. thick. It works without a jar, and cuts the 
iron as if it were paste-board. They have also added a new 
engine to work it. They have started their plate-miil double 
turn, and will start their guide-mill soon. The latter has not 
been in operation for some years. They report orders plenty 
and are full of work.—Pittsburgh American Manufacturer. 





The Millerstown [ron Co. is preparing to put its furnace af, 


Macungie, Pa., into blast. The company will probably build 
a track about two miles long from the furnace to Spring 
Creek, on the Catasauqua & Fogelsville road. 

One of the large blast furnaces at Boonton, N. J., was 
started up last week, after a rest of several years. _ ; 

Swift’s Rolling Mill Co., in Cincinnati, is shipping light 
iron rails to the Texas & St. Louis rcad. 

The New Albany (Ind.) Steam Forge has now five steam 
hammers and is running full double time on orders. 
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RAILROAD EARNINGS IN NOVEMBER. ing short flows away into the river. Thirty cords of wood 
ages _ ‘ oe sae . OTS al Tac _| are placed on the cars in this manner every day.” 
| | EARNINGS 








































































































| ny seiiieatiaiea’ anes Train Accident Report—Correction. 
’ , The two following appeared in the Train Accidents in No- 
NamME oF Roap. - : - — otis ——————= | vember: 
ae) = “On the night of the 17th a freight train on the Connecti- 
| 1879.) 1878. 1879. 1878. | Increase. | Decrease.|Per c. 1870 1878. | cut & Passumpsic Rivers road ny oot the rear of a preced- 
pore y bs ad ing — near Canterbury, Vt., damaging the engine and 
| several cars.” 
Atchison, Topeka & Santa Fe..| 995) 869 $654,500) $438,588 $658) 5 “On the night of the 23d the rear car of a passenger train 
Burl’gton, Coa. Rapids & North. $64) = poten = bo ro on the Connecticut & Passumpsic Rivers road jumped the 
Cairo & 8t. Louis ........0.000. | 23,022 A ‘ : k near Newport, Vt., j w i 
Central Pacific. .......0..e....2, | 2,385) 2,067 1,487,000) 1,537,408 | 23 937) 748 ary bridge “TT ap a ry pe mt me eater bo 
Yhicago & Alton..............-. 0) 7 5 399,¢ A ee ere } 6 711; §£ : es < * ’ 
Chicago & Eastern Illinois. ....| 159) 159 5 7 556) 473 | Side the track, and was thrown back across the rails.” 
Chicago, Milwaukee & St. Paul.| 2,182! 1,729 1 505 468| We are informed that neither of these accidents took place 
Chicago & Northwestern....... | 2,219} 2,103 6 702) 669 | on the Passumpsic road, but that they did occur as follows : 
Chicago, Bt. Foal & wins...» .| 178) 17s : Lo — eee 17, —— train — a the a 
eveland, Mt. Vernon & Del.. 57} ot ait) ve assumpsic ivers road, while n ove e Bosto' 
Flint & Pere Marquette......... | 280) 280 6 407 349 Concord & Montral, at " Canterbary By . ran into ar | 
Hannibal & St. Joseph.......... 292) 292 9.4 645) 712 treight trai tandi :. the sidi i t ti f h | 
Houston & Texas Central ...... 612| 6501 58 852-815 Sin, Svan —§ Se ENE, SUS Se Per Oe i 
Illinois Central, Illinois lines... | 854! 818 3.3 556 600 | to clear the main track. 
“ “ Iowa lines...... | 499} 5.9 336 317] Nov. 23, the night passenger-train from Boston to Mon- : 
International & Great Northern) 526) 241,803 234,001 i. en oe 3.8 460 +451] treal, via the ‘‘ Air Line” (Boston, Concord & Montreal, ; 
~~ ag = — wosees 35 eanuss soy are = oH seeeeeeees aaa oe po 4 Passumpsic and Southeastern railroads) ran off the track if 
souisville & Nashville.......... Mi; 591,2 a (dvivesint a . 7 : s ay leavi i 
‘cael leas” 49.968 20,401; 20,507) .......50. 70,0 406 239 Stamey.” soon after leaving Newport, on the Southeastern i 
Missouri, Kansas & Texas......)| 786) ‘786)......)....00..] soecese 387,085 oan 07,204) ...... “a = bay coe : 
Mobile & Ohio............ P : 309,078 900,604) ........-. .2 f 7 } ? ‘ , ; 
Northern Pacific............ -..| G44] G44) ..s...|sseeree| ceesers 202'465| 103.741 | 98,724 .......... 953 314, 161] “xtra Care Needed in Winter ; 4 
Paducah & Elizabethtown.. ..| 185]  185)...... SS 2k hired, 3 41,767 27.737| 14,080) .......... 50.6 226 150] The following order has recently been issued by Super- 
Pennsylvania.... _...... ..| 1,765] 1,716] 49)........ 2.9 3,131,097) 2,996,101) 135,896 .......... 4.5 1,775 1,746|intendent_ Alexander, on the Chicago Division of the 
St. L., Alt. & T. H., Main Line. 195} 195)...... RE TADS Sake en bag — mee i a = a Chicago, Burlington & Quincy : 
St.L., Alt. & T. H., Bellev’le L’e 7 | | | RR! IS NG Fare 52,610 51,187 yee aa ae 72 “To Conductors: Now winte 
St. Louis, Iron Mt. & Southern. 685| 685)...... seiacne) <Aaces 656, 195 Pry ttt nye cosesgncss py os = equreathang thts spent Gabel tak tae eo teen tae 
St. Louis & San Francisco..... 77| 32 Pe aus 4 ‘ ’ 8,515 se: * 6 : ‘wrune Geile a 
tack aie 1 ie a <> 7 755, 12) 209 -303| and see that your trains are not run too fast down hills and 
St. Paul & Sioux City........... 302] 329) 63}........| 19.2] 122,583) 111,619) = 10.964 .......... 9.8; 313) 339) through stations. Sudden changes in the weather have 
Toledo, Peoria & Warsaw...... 237]  287|...3.. Ee Pore 105,098 90,144) 14,954) .......... 16.6 443! 380 | much to do with accidents, and conductors should not take 
WMO PRONG 5 v.i50:000000g00000-00 eT ee RR eee eee 1,241,989 1,084,324) 157,665) .......... 14.5; 1,192) 1,041 | the same chances in bad weather that they will in good. We 
MEME Bis. sed. oss dhowesteaboe 783| 688 95)......../ 13,8 470,272 452,740 STN sass eaten 3.9 601! 658] have been very fortunate lately, and if all hands continue ! 
. eee | remem) emerenr as go SR a Ry ——|——- |, | to exercise caution and good judgment and observe all the i 
TOGKL, BS PORES... 000 cccccce 21,913)20,231 1,703 WEI ovscess $15,292,780 $13,487 442 $1,893,814 $88,476)...... $698 $667 7 “3 : 4 } 
Total increase..-----.......,| «cos+s|eoseese 1'682|........,  Bl.....-.. vhs Det 8 "1'805;338| ...... 0... ela Dipped yp ee ee ee ae I 
| ' H . 4 
oe eee Adjustable Car Trucks. 
RAILROAD EARNINGS, ELEVEN MONTHS ENDING NOVEMBER 30. An experiment will be made on the Indianapolis & Vin- i 
: sire | Sa Ley Gren te ol ee Es : sd comes, and the Bedford narrow-gauge road, at Switz City 
this week, with one of James Timm’s patent self-adjusting i 
MILEAGE. EARNINGS. Earninas Per MILE. car trucks. Mr. McKenna, Superintendent of the Indian- 
apolis & Vincennes road, speaks very confidently of the | 
NaME oF Roan, . ae Cells Meee i e y ™ < oe success of the experiment, and says the invention is one of Fi 
1879. 1878. Inc. Dec P.c.) 1879. | 1878. | Increase. | Decrease. P. c. | 1879. | 1878. \Inc. |Dec. |P.c. | the most important and valuable made to railroad machin- 
, ery. A description would be too lengthy for insertion here; ! 
a ees SN ee ee nee | en een Saar aaa —— | suffice it to ry - b an tesengeeeae pm gr weg axle | 
| | $ every wheel of the truck being independent, the car wil 
Atch., Top. & S. F.... 940 804 136..... 17.0) $5,722,518 $3,609,930/$2,112,588 58.5|$6,088 $4,4001598)...... 35.6 change its gauge by means of 4 tapering track to any re- | 
Bur., Ced. Rap. & No, 438 454 Oh a0 <ul 1,358,745, 1,402,091) .......... 3.2) 3,102) 3,233)....., $131) 4.0 quired width, thus enabling transfers to be made from the t 
Cairo & St. Louis..... 146 RR, Pry eae 242,472 212,644 29,828 14.0} 1,661) 1,456, 205)......) 14.0] 2 } 5 . Hl 
Central Pacific 2,242 2,067 175 |... 8.5] 15,840127| 16,174'533]........... 2'1| 7.085 7'825|, ...| 70| 9.7 | Standard to the narrow and broad guages or vice versa with- \ 
Chicago & Alton......) 777 678-99... 14.6] 5,198,704) 4,33),572| 868,132 20.0| 6,601) 6,387| 304)......| 4.8 | Out @ hoister or any delay. In addition to this great advant- 
Chi, & Eastern Iinois|) 159 159.........../....{ 810,45 743,474, 66,984 9.0| 5,097 4,676) 421)......| 9.0 | ages, it is found that the truck is far less wearing on curves } 
Chi., Mil. & St. Paul..., 1,930 1,489 441... 29.6) 8,948,000) 7,735,248) 1,212,752 15.7| 4,636 5,195)..... | 659 10.8 | than the ordinary truck, and for this quality alone the Hock- y 
i Se ae 2,168 2,085 83.... 4.0] 14,771,290] 13,918,902) 852,388 6.1) 6,813) 6,676) 137). ...| 2.1] ing Valley Company proposes to adopt it on their road. 
Chi., St. Paul & Minn. 178! 178).... .'....|....| 1,047,266 845,468) 201,787 23.9) 5,885, 4,747/1138)......1 23.9] The truck will also be placed on Sell’s circus cars, so that 
Clave., Mt. ¥,& Del..| . W728) 0. 0.0l-reshaccias 363,934 348,421 15,513 4.4/ 2,318) 2.229) 99)....... 44]they can be run all over the country without change 
Grand Trunk. ‘| 1,850 1,390)..... 40 2.9) 8,253,985) 8,152,701) 101,284 1,2] 6,114 5,865) 249)...... 4.2 | y Ti the { tot vid t of M Cn 
Great Western.... ...| 526 '526|..............| 4,083,477| 4,133,676]........... 1.9) Viyen) Tees...) 60 oe ne ee ‘atthe a” ieee tis Ce 
Hannibal & St.Jo....| 202 202)...... ....|....| 1,738,090) 1,866,882| ares 6.9| 5,952) 63303|...""| 441] 6.9 | nellsville, Ohio, and until within a short time had no 
Houston & Tex. Cent..| 502) 501} 1 ..., 0.2) 2,823,451) 2,540,418) = 283,033 11.1) 5,624 5,071) 553) .....| 11.0 | acquaintance with railroads, One day he heard soine rail- 
Ill. Cen., Ul. lines ... 854) 818) 36).... 4.4, 5,084,491) 5,095,842).......... ‘ 60,851| 1.2) 5,895) 6,229)..... 34| 5.4| road men talking of the desirability of a substitute for rigid 
Ill. Cen., Iowa lines.. 402; 402).... .|....]...-| 1,004,007] 1,420,231)........... 85,674) 6.0) 3,320) 3,533......, 213, 6.0 | axles in car-trucks, and, after examining one, went and pro- 
Inter. & Gt. Northern) 519 516 Basic | 0.6) 1,554,583) 1,403,¢ | Ce 10.8) 2,995) 2.720 275 . ....| 10.1) duced his invention solving a problem that has engrossed 
Louisville & Nash. 1,026) 970) 56)....| 5,8) 5,308,464) 4,849,257, 459,207)........... 9,5) 5,174) 4,999 175 ......| 3.5] the attention of railroad men for ears. The c to k 
Mem., Paducah & No. RAB) DABS... cA 140,012 162,557)........... 22,545) 13.9) 1,217| 1,414 197... ..| 13.9 “ : . h for years. 7 ar to be ex- 
Missouri, Kan. & Tex.) 786| 786|.... .|....|....| 2,963,845] 2,740,682) 222,873]........... 8,1| 3,770| 8,487 283....... 8.1 | perimented with was built at Gill’s Car Works, Columbus, 
Mobile & Ohio... .... 612) 527).... .| 15) 2.8} 1,810,633) 1,619,387, 101,246)........ .. 11,8| 3.536) 3,073 463 ...... 15.1 | and is the second so far erected, It is expected that a com- 
Pad. & E’town........| 185) 186)... .|.0.-|0 0s 299,915 204,890) ME goatee’ sex 1.7| 1,621) 1,594 27.....| 1.7] pany for their manufacture will be organized in this city 
Pennsylvania.........| 1,741 1,716) 25)....) 1.4) 31,166,353 29,031,438) 2,134,915),.......4.. 7.4)17,902/16,981, 921 5.4) chis week, with a board of directors including Messrs. 
Seen ee eine etl ont | 1] aeensen apenaas Gendell 14.6| 6.700| S007 | ‘| Timms, Scott, of Columbus, O., his financial backer, Mana- 
St. Louis & San Fran.| 87/  328|" 50|.... 18.0} 1;440,800| 1,105,792, 335,008)... | 30.4) 3,723) 3,371 ee ete: on cnndaat Malenan Tedtancnanl bee 
St. Louis & South’ern| 208 208)... .|..../... | 666,062} 602,238) 63,824)... 0:6| 3,204| 21895 rcad and Superintendent McKenna.—Indianapolis News, 
St. Paul & Sioux City) 351) 320) 22)... 6.7) 1,030,088 1,004,380) 26,540)... ....| 2,6] 2,037| $,053 ..... Dee, 29. 
Toledo, Peoria & War 237 WNT. vce blesester ee 130,28 ,155, amie aie a0: 25,678) 2.2) 4,769) 4,8 2.2 “Te , 2 
Wabash...............| 714) 688) 26/...."3'8| 4{641,492| 4,663,558) 002270051: | 221008} 0.5) 6,501| 6,778).....| 277| 4.1| Attempted Train-Wrecking. 
s erage eal Beep Ieee: [7 ies py fr ia aadal eae aul ee ie eepanee omens A recent dispatch from Farragut, Ia., on the Chicago, 
Total, 30 roads - oe 20,598 19,487/1,166) 55 .. ..)134,857,940)125,668,399) 9,963,889 774,348) .... “s $6,547 $6,449 BOB. ... 1.5 Burlington & Quincy, says: “‘Engineer Combs of the mai 
Total increase. .....|.<..0rsjecsseee canes x «|; Bob leesiaccep ough acatuceasves 9,180,541| awaits ta'selets | TB vesseesleeeeees coves sees eleeoes | train east, discovered three men engaged in placing obstruc- 








. tions on the road in front of bis ——. He stopped the train, 
i * i oC ” Chi rs, @ re a6 > 
Bridge Notes. Coupling with a Stick. and, in company with Conductor Childers, express messenger 


Goode, and fireman James, gave chase, which, after a 

The King Lron Bridge Co., of Cleveland, O., is building an The order recently issued on the Eastern Division of the | spirited contest, resulted in the capture of Thomes Powell, 
iron bridge over the Trinity River, in Texas, for the Hous- | Erie, competing brakemen to use a stick to make couplings, | Walter Powell, and James Lucas. The man Lucas resisted 
ton, East & West Texas road. It consists of a main span of | proves to be a very good one, and we do not hear of near as | with a revolver, but fireman James, armed with a coal pick, 
200 ft., a fixed on of 65 ft., and a lifting span of 45 ft. It | many coupling accidents as heretofore.—Port Jervis Gazette. | brought him in. The parties are having atrial at Riverton 
is 7 finishec Vier sustuitenene If such an order wore » forse up this way, there would be | to-day.” 

The Keystone Bridge Co., at Pittsburgh, uilding an | fewer men maimed for life, and less news for the papers.— | q . . ; . . 
iron lighthouse, to cost $15,000, for a point on the Saleen Hornellsville Times. ’ 7 Cmetes pare neag: Supply Ay 8 
Coast, near Tampico. The firm of Perkins, Livingston & Co,, of New York, bank- 

? Railroad Pigs. ers and dealers in railroad material, was dissolved by limita- 
Prices of Rails. An exchange relates that Count Baranoff, Imperial Com-| tion Jan. 1. Mr. Samuel A. Strong, the retiring partner, 

Few or no sales of steel rails are reported, and quotations | missary of railways in Southern Russia, was recently sent | Will continue in business on his own account at No. 30 Pine 
continue at $67 to $70 per ton at mill. Prices have reached | upon a tour of inspection over the Lossov-Sebastapol fine in | Street, and will add to that of the old firm transactions con- 
a point where they are likely to be controlled by the cost of | the Crimea, which railway he found to have been so neglected | nected with the construction and equipment of railroads the 
foreign rails. and mismanaged that complaints of the administration | egotiations of loans and the purchase and sale of the best 

Some sales of iron rails are reported at $53 for heavy sec- | were formally laid before him at each successive station on class of securities. — To this business he brings an experience 
tions, but the market is generally strong at $55 to $56 per | the line by deputations from all classes of the inhabitants. | of mavy years, during part of which time he was a partner 
ton at mill. The mills have plenty of work, and are not in- | At one particular station a strangely worded protest was ad- | in the old house of M. K. Jesup & Co.; and he has an exten- 
clined to make concessions. dressed to him by the spokesman of a group of land-owners | ive acquaintance in this country and in Europe, 

Old iron rails are nominal at $35 per ton, with few sales. | there assembled to seek redress for their wrongs at his| Getting a Longer Ride. 

Railr rad spikes at Pittsburgh are quoted at 3)4 cents;; hands. ‘‘ We can not,” vociferated this gentleman, “bear! One of those men who delight in cheating a railroad cgm- 
track-bolts 5 cents per pound. | with the pigs any longer ina With what?” exclaimed the] pany wished to go to Elizabethport on Returday evening. 
Bell Cord. count. “ With the pigs ! Which pigs do you mean? I) He bought a ticket over the Central Railroad from New 

’ ‘ ! | hope you do not allude to the railway officers.” “ By no] ‘York for Bergen Point, and boarded the 7:15 train, which 
__ & Ssleeping-car conductor came a7 Bee being seriously | means. Jruly they are bad enough, but it is the Pigs | does not stop at that place, expecting to be carried on 
injured at Memphis, Wednesday. The bell-rope to the train! we can no longer endure. Exce lency, we are im-|t» Elizabethport which was the first station where 
had been drawn through the sleeping-coach, which, however, | potent against the pigs.” ‘* Will you be good enough to tell | the “train pred med, and thus get a few cente’ 
had not been coupled to the train. When the train started me in a word what pigs you refer to?’ * Excellency, none “ rth of free Me . When the Pm , And took up the 
off he reached for the bell-rope, crying out, ‘‘Stop her,” | other than the railway pigs!” The count, utter] plexed | ai.i-o 5 lilies 5 een venleey -e- € 

, = 4 “ | y pigs! phe ’ y perp ticket, he asked for fare from Bergen Point to the Port. The 
‘Stop her,” and wrapping the cord around his hand, he was | as to his interlocutor’s meaning, insisted on a categorical ex- | passenger indignantly refused to pay. The conductor passed 
immediately drawn to the top of the car and commenced to planation of the porcine mystery and succeeded at last in oe sss Pere the Port was reached he prevented the B aevecnng 
cry for help, as he found the cord was about to rend his arm. getting at the following curious facts: The subordinate rail-| oer from leaving the twain “There ts nothing mean about 
At this moment a passenger kindly reached up to the rope | way officers employed along the line, compelled to submit to this road,” said the conductor; “ you can have a free ride a 
with his knife and cut it. The conductor fell to the floor, exorbitant reductions from their wages at the hands of the little further just as well as not » At Elizabeth. two miles 
and with a dramatic flourish with his hand, cried out— cashiers charged with the payment o: all current expenses further on the neni was allowed to get ‘out the brakeman 
“Saved! §-a-v-e-d !”—Nashville (Tenn.) American. found themselves so badly off that in order to keep body and remarking as he walked off that it was “a good night to 

They are building several narrow-gauge roads out in the | soul together they had taken to swine-breeding on a great | walk to the Port.”—Newark (N. J.) Advertiser, 
mining regions of Nevada, and soon the passenger brake-| scale, permitting. nay, encouraging their herds to acquire a . 
men will have to wrestle with such names as : Gouge-eye, | remarkable fatness upon the estates contiguous to the line of British Rail Exports. 

Belltown, Hungry Cafion, Lay-em-out, Buttermilk UCafion, | railway. The circumstance that several valuable farms had Exports of railroad iron of all sorts in November were 
Paradise, Limburger, Whoop-em-up, Busted Flat, and the| been laid waste by hordes upon hordes of hungry swine | 34,987 tons, against 30,286 last yeas, an increase of 15.6 per 
like. prompted the ionate protest which, until its true grounds | cent. For the 11 months ending with November the increase 

The Chicago Tribune describes a brief interview between | were revealed to him, so puzzled his excellency, Count | is from 421,883 tons in 1878 to 427,158 in 1879—only 114 
a Boston millionaire and a clerk in a leading Chicago hotel. | Baranoff. per cent. Le 
The gentleman from Boston is approaching 70 years of age, To the United States in Noyember, the exports were 9,357 
and was en route to San Francisco: Millionaire—* How is| Loading Cars by Water. tons in 1879, against 14 tons in 1878. Of these, 2,585 tons 
the best way to buy my ticket?’ Clerk—‘t Why, buya| An exchange says: were iron rails, and 6,692 steel rails this year, while more 
through ticket, of course.” Old Gent—‘‘ But I may dieon| ‘The Manager of the Burlington & Lamoille Railroad, in| were exported last year. For the eleven months, 37,032 
the way, aud if I buy the ticket through I will be so much | Vermont, has an ingenious method of conveying cord-wood | tons of railroad iron of all sorts went to the United States in 
out of pocket.” a distance of two miles, and landing it on the cars. He has | 1879, against 717 in 1878. Of “ old iron for manufacture, 

It is wonderful what care men—and women too—take of | erected a small flume from a point near the timber leading | the exports have been almost wholly to the United States, 
t heir good manners when they travel. Many leave them at} to the station. A stream of water from a brook is turned | and these amounted to 48,901 tons in November and 131 
home for safe-keeping, or at least pack them away so se-| into the flume, and the wood floats down very rapidly, and | 861 in the eleven months in 1879, against 128 and 1,613 in 
curely that they are never brought out on the road, at the terminus is shot on to the cars, while the water fall-! 1878. A very large part of this old iron is old rails 
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Addresses.— Business letters should be addressed and drafts 
made payable to THE RAILROAD GazeTTe. Communica- 
tions for the attention of the Editors should be addressed 
EpiroR RAILROAD GAZETTE, 





Advertisements,— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers, Those who wish to recommend their inven- 
tions, machinery, supplies, finan schemes, etc., to our 
readers can do 80 fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in ion of advertising patronage. 





Oontributions,—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes o. panies, the letting, 
progress and cam contracts for new works or 





pletion of 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS , 4 railroad business by 
men practically acquainted with them are especially de- 
sired, Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
oy ially annual reports, some notice of all of which will 
» published. 
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In our issue of Dec, 12, we made some comments on 
the few but significant figures which at that time had 
been published concerning the results of the last fiscal 
year of this company. Since that time the full report 
of the directors to the stockholders has been published, 
with very complete information concerning the finan- 
cial position of the company, the full income account, 
and a balance sheet. This is not the report to the 
State Engineer and Surveyor, which does not provide 
for any income account or balance sheet; but is, in 
most respects, much fuller and complete in its figures, 
though not nearly so minute in its division of work- 
ing expenses, which are lumped under four general 
heads in the directors’ report, while there are 29 in the 
state report, 

Summarizing the general results of the year ending 
with September, 1879, we may say the road had an in- 
crease of 6,3 per cent. in passenger traffic, of 87.2 per 
cent. in coal traffic, and of 11.6 per cent. in other 
freight traffic; this work it did with an increase of 
5.2 per cent, in passenger-train mileage and 10.1 per 
cent, in freight-train mileage, and an increase of 0.06 
per cent. in passenger expenses and 6.5 per cent. in 
freight expenses—the increase in train-mileage and ex- 
penses being not nearly so great as the increase in 
traffic. But the increase of earnings was less still— 
only i.9 per cent. in the total, against 5.7 per cent. in 
total expenses and 24 per cent, in total traffic; and 
there was a decrease of 4.8 per cent. in the net earnings. 
In the face of anincrease of 11.6 per cent. in the general 
freight traffic (all freight except coal), there was a de- 
crease of 7.7 per cent. in the earnings from that traffic, 
the average receipt per ton per mile being one-sixth 
less ; and even the tremendous addition of 87.2 per 
cent. to the coal traffic brought an increase of only 
51.1 per cent. in the earnings from coal. 

The chief feature in the traffic of the year is this 
great growth of the coal business, The gain in general 
freights was large, truly, but not larger than many 
ether roads have had to report—probably not so 
great in quantity, and perhaps no larger in proportion 
than the New York Central's gain for the same year, 





| fic, 





coal, 
| Now 


We cannot say exactly, because the Central does not 
report the tonnage-mileage of coal separately, as the 
Erie does. 

This calls attention to the fact that no estimate of 
this road can be well founded which does not take into 
account the fact that it is a great coal road as well as 
a great trunk line, and is subject to the same circum- 
stances that make or mar the fortunes of the other 
coal roads, except that it is not a large producer of 
and has a much larger traffic which is 
affected by the condition of coal busi- 
ness. Nearly one-third of its total freight traf- 
and quarter of its freight 
earnings, were last year, and without 
the increase in coal there would have been a decrease 
of $780,000 in the total earnings, instead of an increase 
of nearly $300,000, It is true that the comparison is 
with a year of exceptionally light coal traffic, but still 
the coal business of the year is much the largest this 
road has ever known, as witness the following state- 
ment of tons of coal carried on the road for eight years: 


more than a 


from coal 


LT 2,989,680 | 1876 ............. . 8,307,644 
RINE i>. i 0'd wie 6-0 v.00 Bee PE esc covacnsece-bieeh 3,248, 110 
| | ae > Ry SO AOS | LBTB ccc ccccrccecccse 00 cee) bOO 
DUNK 6 6 yasbenteocee DOT | BF id vides basheodsine ses 4,410,327 

In this great improvement of coal traffic the Erie 


was much like the other coal roads, which, for the 
calendar year at least, have had their largest traffic in 
1879, following an exceptionally small one in 1878, 
Another feature commanding attention is the in- 
crease in passenger traffic in a year when, generally, 
passenger business has been stationary, and when the 
New York Central’s passenger traffic was the lightest 
in its whole history. It will be a mistake to suppose 
that the Erie had a large or satisfactory passenger 
It was better than in 
The 


business last year, however. 
1878, because the 1878 business was very poor, 


passenger mileage for eight years has been : 


1872. .156,148,351 | 1876. 163,074,795 
1873 .164,633,424 | 1877 .. 170,888,380 
1874 .160,204,125 | 1878. - see +140,326.749 
SUS iceccs ..155,396,804 | 1879 .. e149,115,718 


Thus the traftic last year, though somuch more than 
in 1878, was still much less than in any other year of 
the eight—in which ii reflects, doubtless, the general 
condition of passenger traftic in this country during the 
year—a year of large production, heavy freights, small 
profits, severe economy, and consequently light travel. 
This condition of things came to an end just about 
with this fiscal year, since which time the community 
has been much freeer with its money—buys more and 
travels more. Why the Erie’s passenger traftic should 
increase while the Central’s decreased, and to about 
the same amount, we cannot explain. There was no 
apparent change in the general course of business or 
in the competition for it during the year, but the pre- 
vious year the Erie’s business had fallen off much more 
than the Central’s, and in 1879 the Erie was 12.8 per 
cent. behind its 1877 business, while the Central was 
but 8.3 per cent. behind its 1877 business. The Central 
is the great passenger road, having nearly double the 
Erie’s traftic with a mileage only one-tenth greater. 

As is known, the scheme of reorganization of this 
company provided that full interest should not at first 
be paid on all the issues of bonds outstanding, in order 
that a larger surplus might remain to be devoted, to- 
gether with the proceeds of the stock assessments, to 
the improvement of the road. In pursuance of this 
policy only $2,047,713 became due for interest on bonds 
during the past fiscal year, while full interest, as 
will be payable in 1884 and after, will be $4,204,218, 
The Auditor gives in his report a very useful table 
showing the amount, rate of interest and rank of each 
issue of bonds, the date of maturity, and the amount 
of interest payable yearly until full interest is paid. 
The amounts payable yearly are: 


1878-79......... $2,047,712.89 1881-82......... $4,208,244.57 
1879-80......... 3,964,244.57 1882-83... ..... 4,236,902.57 
1880-81 .... 4,208, 244,57 1883-84 ........ 4,294,218,57 


A similar table was published last year, whieh dif- 
fers somewhat from this, because of some changes in 
the outstanding bonds, the chief of which is the re- 
placement of $2,174,000 of old New York & Erie sec- 
ond-mortgage 7 per cents, which became due last year 
by the same amount of 5 per cents. In 1880 (Oct. 1) 
$2,987,000 of fourth-mortgage New York & Erie 7s 
mature, and there doubtless can be some saving in inter- 
est in refunding these, though 7 per cent. is charged 
in the statements of interest for future years. No al- 
lowance is made for jnterest on the $2,500,000 of prior- 
lien bonds provided for by the reorganization scheme, 
which President Jewett says he hopes it will not be 
necessary to issue, 

The surplus of earnings over expenses and fixed 
charges in 1879 was $1,316,105, and this with §2,036,- 
109 received from stock assessments became available 
for improvements, The expenditures for these during 
the year amounted to $2,836,415, of which about 
$1,800,000 was for third rail, second track and sidings, 
$366,000 for additions to rolling stock (nearly all for 
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locomotives), $125,000 for additional land, and) the 
remainder chiefly for stations, buildings, termimal 
facilities and an elevator at Buffalo—all very mucih 
needed. The enormous addition to the freight-car 
stock secured during the year (about 6,000 cars; 4,571 
were delivered during the year), is as yet the property; 
of the New York Car Trust Company, the railroadl 
company having contracted to pay for them im 20) 
quarterly installments, with interest. These, by way,,. 
were bought at just the right time, when cars were 
the cheapest ever known ; the cost was a little over 
$400 each for the first lot of 2,500, and less than $400 
for the rest—the lot would cost half a million mo1e- 
now. 

Thus the road is quite another thing from what it 
was a year ago, though a comparatively moderate sum 
has been expended upon it. It has a third rail on 1,084 
miles of its tracks, 335 of which received it in the last 
fiscal year ; at the end of the fiscal year it had a double 
track on all but 5915 miles of the 422 from Jersey City 
to Buffalo, and at the present time little remains to be 
done to cover all but seven miles of this distance, 
while in 1878 there were 112 miles of this main lineof a 
great trunk road which had but a single track ; of this 
main line only one-fourteenth is now iron; there has 
been some addition to the side-tracks, which will be 
perhaps as serviceable as the second track in relieving, 
the pressure of traffic ; progress has been made im 


providing the facilities for the cheap and rapid 
handling of cars and freight at the termini, 
which, when completed, are likely to be of 
very great value, and, indeed, if the traffic 


continues to increase as it did last year, actually indis- 
it has obtained an addition of nearly one 
half to its stock of freight cars, @nabling it to command 
a traffic such as it would otherwise miss entirely ime 
times of pressure, such as there was last fall, and ma- 
terially reducing the balance against it for the service: 
of foreign cars—last year, notwithstanding the increase: 
of 28 per cent. in freight traffic, by more than $100,000; 
and it has added largely to the capacity and still more 
to the efficiency of its motive power by the acquisition 
of very powerful locomotives, whose effect is seen in 
the increase of the average freight-train load from 159 
to 185 tons; the latter being only ten tons less than 
the the the New York 
Central, notwithstanding the much more favorable 
grades of the latter road. 

We commented 
the Erie 


pensable ; 


average Same year on 


which 
Dec. 
report. 


with 

our of 
13, as the feature the 

Truly, it attention, for the 
whole future of the road depends upon it. For allits 
through traffic, which is a very large proportion of the 
whole—doubtless a much larger proportion, aside from 
coal, than on the New York Central—it must compete 
with very complete and cheaply worked roads, the 
New York Central and the Pennsylvania, whose ex- 


the 

in 
most favorable 
deserves 


on cheapness 


was. worked, article 
of 


special 


penses per unit of traffic have long been among the 
lowest in the part of its 
local traffic it must also compete with the New York 
Central; for its immense coal traffic it must compete 
with the anthracite coal roads, which have been put 
into the most efficient condition that their managers 
could imagine, at a time when their revenues were 
abundant and their credit of the best. It has been 
thought by some that the Erie never could be cheaply 


world : for a considerable 


worked — probably because its competitors on 
either side had been more _ cheaply worked. 
Somehow it seems to have been supposed that 


grades such as did not prevent the Pennsylvania 
from being worked with exceptional cheapness would 
be an insurpassable obstacle on the Erie; that the 
second and third tracks, full and modern equipment, 
steel rails and perfect maintenance, which had saved 
so much money elsewhere, would save but little here. 
But the results of the past year, with but a small part 
of the improvements. completed which are actually 
under way, show aremarkable reduction in the ex- 
penses per unit of traffic, which have been brought 
very close to those of the other trunk lines—helped 
largely in this by the great increase in traffic, but just 
as significant, because the other roads still have the 
larger traffic. 

The New York Central & Hudson River having just 
made its report for the same fiscal year, some com- 
parisons will be interesting. We will premise that 
differences in the methods of keeping accounts make 
some differences in the results, the expenses of the 
Central being made larger than by the Erie’s (and the 
general) practice by charging the gross payments for 
mileage of foreign cars to expenses, instead of the ex- 
cess only of payments over receipts for car mileage; 
this alone makes a difference of about 0.04 per cent. 
in the cost per ton per mile, and we believe that there 
are some other charges in the Centrals expenses 
balanced by certain items in its miscella 
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neous receipts, which in the Erie’s and most other rail- 
roads’ reports would be simply deducted from main- 
tenance expenses, and not appear atall in the receipts. 
Other differences may be caused by differences in the 
method of dividing expenses between passenger and 
freight ¢Yaffic, so that it is desirable to consider the 
twe branches in connection with each other. 

Theexpenses per unit of traffic were, for the last 
-two years: 


—-Per passenger-mile.-—. ———Per ton-mile, 





1879. 1878. Dec. P.c. 1879, 1878 Dec. P.c 
New York Cen- 
tral.... ......1.190 1.280 0.090 7 0.540 0.590 0,049 8 
Erie.... ........1.594 1,693 3,099 6 0.561 0.674 0,113 17 


The thing important to consiler here is not only the 
absolute amount of the expense incurred per unit of 
traffic, but especially the decreage from 1878 to 1879. 
The New York Central had not needed and had not had 
any notable improvements, and the decrease on it may 
be properly chargeable chiefly, or solely; to the large 
increase of traffic. The Erie had a still larger 
(proportional) increase in traffic, but it had also the 
effect of part of the long-neglected improvements, and 
so should properly show a greater decrease in the cost 
per unit of traffic. In fact, we find that this decrease 
was 7 per cent. per passenger-mile and 8 per cent. per 
ton-mile on the Central, but on the Erie 6 per cent. per 
passenger-mile and seventeen per cent. per ton-mile. 
Taking a passenger-mile and a ton-mile together, the 
decrease in the aggregate expense was 71g per cent. on 
the Central and 9 per cent. on the Erie. The freight 
traflic being so much greater than the passenger traffic, 
this is less favorable than the facts warranted to the 
Erie, whose decrease was much larger on freight. 

The conclusion is that the improvements on the Erie 
are beginning to tell, enabling it to reduce its 
expenses per unit of freight traffic—which is the 
only traffic that grows  rapidly—nearly to an 
equality with of the New York Central. 
With the same method of charging car mileage, 
the Central’s expense per ton-mile would be but about 
0.50 cent, but considering the difference in the con- 
dition of the roads even at the end of the last fiscal 
year, not to say the beginning, the Erie’s expense of 
0.561 cent must be called remarkably close, and so 
close that with the second track completed, a full pro- 
vision of heavy modern locomotives for the through 
traffic, and provision for the economical handling of 
freight at the termini, it seems probable that, traffic 
continuing to grow, the cost of carrying freight will 
becomesas low on the Erie as on its great competitor. 

While then the effect of the improvements on the 
cost of carrying seems unmistakable, it is not so cer- 
tain that they have added greatly to its ability to se- 
cure traffic, except so far as they have enabled it to 
take all the traffic that offered. The growth of traffic 
was much larger than on the Central, it is true, but by 
far the greater part of this growth was in coal, which 
may be called local to this road—at least it is a traffic 
which is not competed for by the Central to any great 
extent. 

In the through freight traffic the indications are that 
the percentage of increase was about as great on the 
Central as on the Erie. But then it must be remem- 
bered that previous to 1878 the freight traffic of the 
Erie had been practically stationary for several years, 
To be able to have it grow as fast as on rival roads is to 
it a very great progress. 

The earnings per mile of road on the two systems 
were: 


those 





Erie. Central. 
oy Teer ool eee tee, reer ee $13,183 $18,270 
IR, 5 sc ocnns skins. aceaemasediinee 3,361 5,953 
MIGES = Fics 5s 3 dues Coadbagehers cs cabeente 635 4,173 

ae ae =p SOOO 2 $17,179 $28,396 
EN e242 006 30 censctsthaneeecods-es ate 12,042 16,123 
OR CIE ivi. n ccndicd sob osies . $5,137 $12,273 


The rates during the last year having been nearly 
the same on both roads (0.78 cent per ton-mile on the 
erie and 0.796. on the Central: 2.091 cents per passen- 
ger-mile on the Erie and 2.05 cents on the Central), the 
difference in passenger and freight receipts was due 
chiefly to the difference in traffic. This, per mile of 


road, was: 


Erie. Central. 
Ton-miles......... .»-. 1,690,979 2,205,827 
eee) A en ee 160,685 290,053 


The Central, therefore, had 35 per cent. more freight 
tratfic and 80 per cent. more passenger traffic per mile 
of road than the Erie, which accounts for its greater 
earnings of 65 per cent., and, in connection with its 
lower working expenses, and its immense miscella- 
neous earnings (which are charged with no part of the 
working expenses), for its greater profits of nearly 
140 per cent. per mile of road, 

The stocks and funded debts per mile of road owned 
of the two systems are ; 


Erie. Central. 

NOE 50 055s 0ebtbisiva s+ dtetee coscces ONG eee $120,819 
RSS Se Sees eT 134,724 54,560 
ats cciitiis 00 i'ddvcs cde pasties $306,949 $175,560 


The Erie owns 495 miles of road, and the Central 


740. The difference per mileof track owned is much 
more in favor of the Central. 

The yearly fixed charges per wile of road worked, 
including interest and rentals (the year 1680 being taken 
for the Erie, on which some of the rentals are varia- 
ble, and whose interest charge increases a little after 
1880), are as follows for the two cOmipaniés : 


NG Re ee Wdositessesbrocecs % S ce otecccsenece 
New York Central.... 


The aggregate of interest and rentals of the New 
York Central is $4,689,025, against the Erie’s $5,035,142 
in 1880, 

To pay 7 per cent, dividends on the preferred stock 
of the Erie will require $614 more net earnings per 
mile of road worked, and every 1 per cent. on the com- 
mon stock will require $831 more. To cover the cur- 
rent year’s fixed charges the road must increase its net 
earnings about 6 per cent, over those of 1879, which 
result will doubtless be largely exceeded. The same 
profits per mile of road from freight as on the New 
York Central, with the present passenger profits, would 
add $1,914 to the surplus revenue per mile of road, and 
would make the net earnings $7,051 per mile of road. 
This would be $1,625 in excess of this year’s fixed 
charges, which would pay 7 per cent. on the preferred 
stock and about 114 on the common, 

The profits of the road, of course, depend chiefly 
upon the rates obtained; the 1878 rates (estimating 
coal separately from other freight) would have added 
more than fifty per cent. to the profits of 1879. But 
changes in rates will affect all the trunk lines and coal 
roads pretty much alike, and such an addition to the 
average as will yield the Erie 1 per cent. on its stock, 
will yield the New York Central an addition to its 
dividend of about 13, per cent., and the Pennsylvania 
one of 115 per cent. In the case of the Erie, whatever 
advance of rates may be had will probably be supple- 
mented by a greater reduction of expenses than the 
other roads, already in prime condition, will be able to 
effect. 


SAFETY AT DRAW-BRIDGES. 


On another page a letter from a well-known railroad 
superintendent is published, containing some com- 
ments on the observations of Mr. Charles Francis 
Adams, Jr., about draw-bridges in his book on railroad 
accidents, which has recently been published. In 
this, the latter gentleman says, ‘“‘to have recourse to 
stopping [at crossings or draw-bridges] * * * is 
entitled to just about the same degree of respect as 
would a proposal to recur to pioneer engines as a 
means of preventing accidents to night trains.” Com- 
menting on this, our correspondent says : ‘‘ We adhere 
to the ‘full stop’ rule, in each instance. If this be 
useless we should abandon it.” 

Observing the principle, that not only have all ques- 
tions two sides, but most of them are at least hexagonal, 
we are not disposed at once to give a categorical 
answer either for or against the full-stop rule. 

It may be said, in the first place, that it is impossible 
to assent to Mr, Adams’ proposition that *‘ the danger 
of collision at crossings* is undoubtedly much greater 
than that of going through open draws” without such 
important qualifications as to amount almost to its de- 
nial. It would be true if applied to a draw, for exam- 
ple, which seldom opened, say once a week, anda 
crossing over which many trains pass in a given time, 
say one per hour. Analyzed it will be found that the 
danger of the two classes of accident are exactly pro- 
portional to the time the draw is open and the track 
fouled by crossing trains. Thus on any road, if a draw 
is open on an average of say 20 or 80 minutes each 
day, the risk of trains running into it is exactly the 
same as that of a collision at a crossing if the trans- 
verse trains occupy the intersecting point an equal 
length of time. The observance or non-observance of 
signals is equally probable in each case. The danger 
to life, limb and property resulting from such acci- 
dents is, however, very much greater at the draw- 
bridge than at the crossing. The moment that the 
centre of gravity of a locomotive is over the abutment 
of a draw, the lives of the engineer and fireman are in 
imminent danger, and if the train has sufficient mo- 
mentum to carry the cars over, many of their occu- 
pants are certain to be killed andinjured. A collision, 
on the other hand, may be of any degree of destruct- 
iveness, from that of smashing a cow-catcher or over- 
turning a freight car to the cutting in two of a passen- 
ger car and the killing and maiminga large portion of 
those in it. It is rare, though, that a collision of 
this kind results in injury to the people in 
more than one or two cars, whereas bridge 
accidents are almost certain to injure a large 
proportion of the passengers of each car that goes 
over the abutment. The risk, therefore, to life and 
property in this latter class of accidents is much greater 











* Grade crossings, of course. 


than at a crossing, if the track is broken or obstructed 
the same average length of time in each case. 

It may be said, of course, that in most cases there is 
a smaller number of vessels to pass through draws 
than there is of trains to pass over crossings. On the 
other hand, a draw must be dpen a nitich longer time 
to pass a vessel tlian a track if obstructed by a crossing 
train, so that after all the risk of accident (obser¥é 
not to life and property) is proportional to the tinie 
the track is broken or obstructed in each case. 

On many roads the danger of crossings is considered 
sufliciently great to lead to the enforcement of the 
dead-stop rule, so that if the wisdom of such a regula- 
tion for crossings is admitted, the obligation to enforce 
it at draw-bridges, which are more dangerous to life 
and property, the circumstances being equal, neces- 
sarily follows. 

But Mr. Adams denies that it is necessary in either 
case. His argument * that neither at grade crossings 
nor at draws has the mere stopping of trains proved a 
sufficient protection,” and the inference therefrom that 
therefore trains should not be stopped, need only to be 
applied to some other precautions against accidents to 
show its fallacy. Tail lights on trains are used almost 
universally, but are as ineffectual in preventing rear 
collisions as the full-stop rule is in protecting crossings 
and draw-bridges. Should the use of tail lights there. 
fore be abandoned ? 

The error in Mr, Adams’ reasoning—if it has been 
fairly presented above—seems to be that his main 
proposition has not been stated with sufficient preci- 
sion. The reasoning seems to be somewhat like this! 
The mere stopping of trains does not prevent all acci- 
dent at crossings and draw-bridges, therefore it should 
be abandoned, Applied to rear signals the argument 
would be: Tail lights do not prevent all rear collisions, 
therefore their use is absurd and unnecessary, To 
this it would be answered that while tail lights do not 
prevent all accidents from rear collision, they prevent 
a great many, and therefore are very useful. The | 
same is true of the dead-stop rule. 

But it may be said this statement of Mr. Adams’ 
arguinent is not fair, in that it does not give the whole 
of it, which is somewhat as follows: The dead-stop 
rule has been ineffectual in preventing evccidents at 
draw-bridges in this country; in Great Britain, where 
that rule is not observed, *‘ not a single case of disaster 
of any description has been reported as occurring at a 
draw-bridge since the year 1370,” which makes it ap- 
pear very probable, it not certain, that the precautions 
and means of preventing such accidents there are effec- 
tual, while our rule is not. But, assuming that the 
facts are as stated, the question arises, what sources 
of danger at drawbridges are eliminated by the system 
of interlocking signals, in use in Great Britain. 

It is evident that an accident at a draw-bridge may 
occur in one of two ways: first, the attendant may 
fail to give the proper signal; or, second, the loco- 
motive-runner may not observe it. 

Considering these in the order in which they are 
stated, it is evident that if an ordinary hand signal 
is used, it is a voluntary act on the part of a bridge- 
tender whether he displays the danger signal or not 
when the draw is opened. He may forget, or neglect, 
or fail to do so, from any of the many motives which 
lead us to do the things we ought not to, and leave 
undone those we should do. To guard against such an 
omission the signal must be attached to the bridge, 
so that when it turns the signal will turn, and thus 
make it impossible to open the one without displaying 
the other. It was found, though, that if the bridge 
is moved only a few inches, it is sufficient to disturb 
the integrity of or *‘ break” the track so as to cause an 
accident. In fact, in order to make the track secure 
at bridges, the latter, when closed, are locked or bolted 
so that the rails on the bridge will conform exactly 
with those on each side of it. If then the lock is un- 
locked or the bolt is withdrawn, there is danger that 
the jar of an approaching train may disturb the track 
and destroy its continuity, and thus the train may 
get off the rails and cause an accident. This 
occurred on the Long Branch line of the Cen- 
tral Railroad of New Jersey, in 1877, and seventy 
persons were then injured, of whom five died. To 
avoid such danger, the next step taken was to 
connect the signal with the lock or bolt of the bridge 
in such a way that the latter could not be unlocked or 
the bolt withdrawn without first displaying a danger 
signal, and the apparatus was also arranged so that the 
signal for line clear could not be given until after the 
bridge was closed and locked. This made it a me- 
chanical impossibility for a bridge-tender to fail to 





give the proper signal, and entirely eliminated the first 
source of danger. 
Another one, however, 
states of the atmosphere, and at some localities, it is 
difficult or impossible to see the signal at a sufficient 


still remained. In certain 
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distance from the bridge to stop the train before reach- 
ing it. To provide against this, what are called dis- 
tance signals were added. These were placed one, 
two or three thousand feet from the bridgé, and 
were © preliminary warning to approaching trains. 
This, it would seem, must endow a bridge-tender 
with absolute infallibility, at least so far as 
the display of signals is concerned. But one risk 
still remained, It was possible for a bridge-tender 
to close the bridge and place the signals to in- 
dicate line clear, and then, through some contradic- 
tory or unexplicable motive, which sometimes takes 
control of men in a fatal moment, he might unlock 
the bridge after the train had passed the distance sig- 
nal and when it was too late to arrest its speed before 
arriving at the bridge. Doubtless some mechanical 
contrivance could be devised by which the bridge-bolt 
would be secured in its place when a train had passed 
a distance signal indicating line clear, and would not 
be released until the train had crossed the bridge. Such 
an arrangement would seem to make it absolutely im- 
possible to give a wrong signal, and would thus elim- 
inate this element of danger entirely. 

But all these contrivances and precautions apply to 
the display alone of signals, and not to their observ- 
ance. Even when they are provided and used, it is 
still possible for a locomotive-runner to disregard them. 
The proneness of men to do this, only those who have 
had some experience in railroads can know. Men go 
to sleep at times while in the performance of their 
duties, and will run in the very face of signals, as it 
were, in defiance of their own senses, Mr. Adams 
mentions a case on the Boston & Maine Rail- 
road where, after coming to a dead stop before 
reaching a drawbridge, the engineer then started 
the train forward, and although moving at a 
speed scarcely faster than a walk, it was run into an 
open draw. The bridge-tender, however, had forgotten 
to set the signals, and the morning was foggy, which 
‘was some excuse for the engineer, The ‘ over-running 
of signals ” in the reports of the British Board of Trade 
is given as one of the most prolific causes of accident, 
and no effective means has yet been adopted to pre- 
vent it. With the most approved system of interlock- 
ing signals, if in a single case an engineer should dis- 
regard them at a draw-bridge, an awful accident is 
certain to result. The danger, as has been pointed out, 
is very much greater at such a place than at a crossing, 
a junction or a switch, At these latter, signals are 
often disregarded without very serious consequences, 
buf at a draw a disaster will inexorably follow such 
neglect. 

It is hardly worth while now to inquire whether 
some system may not be devised whereby a locomotive- 
runner may be reminded of neglect in observing sig- 
nals through some other sense than that of sight, in 
case he should pass a danger signal. Various devices, 
such as torpedoes, gates and automatic appliances 
which would blow the whistle of the locomotive, shut 
off steam and apply the air brakes, have all been pro- 
posed, but, so far as our information goes, none of 
these have proved themselves to be of sufficient practi- 
cal value to lead to any very general or continued 
use. The most complete system of interlocking 
signals undoubtedly diminishes very largely the risk 
at draw-bridges, and to that extent lessens the 
necessity of enforcing the full-stop rule. A prominent 
engineer who has spent much time in England and on 
English railroads is our authority for saying that the 
practice there is to slow up on approaching a draw. 
If distance signals are provided and this rule is 
observed, there can be no doubt that it gives a very 
high degree of safety, but as all railroad men know, it 
is extremely difficult to secure the strict observance of 
this rule. Ona prominent Western road the General 
Superintendent was obliged to employ detectives to 
enforce the full-stop rule at crossings, although it was 
the duty of the signal-man at that point to report all 
locomotive-runners who failed to observe it. The 
enforcement of either the full-stop or the slow-up 
rule will depend very much on the supervision to 
which the train-men are subjected, and = un- 
less they know that they are under constant and 
rigid inspection, they are almost certain to violate 
either of them at certain times. The full-stop rule, 
though, has the advantage that it is positive and abso- 
lute, whereas the question whether the speed of a train 
was slow or fast is nearly always a matter of dispute. 

It should be kept in mind, too, that if the full-stap 
rule is enforced, obedience to it becomes a habit, 
whereas, if trains approach draws without stopping, 
this also becomes a habit, the strength of which bears 
some proportion to the infrequency that the bridge is 
open. Inthe one case we have the force of habit to 
help us in securing safety, whereas in the other the 
same thing inclines to the encounter of danger. When 


he full-stop rule is observed, the probability that a. 


locomotive-runner will fail to conform to it,and at the 
same time not observe the signals, is very remote in- 
deed. 

On the other hand, if a home and a distance signal 
are provided, and the slow-up rule adopted and en- 
forced by rigid inspection and supervision at the dis- 
tance signal, a failure to obey it and to observe both 
the distance and home signal is also a very remote 
probability, although still possible. 

On the Hudson River Railroad, Mr. Buchanan has 
devised an arm which consists of a spring attached to 
a semaphore signal post. When the signal is raised 
to danger, this arm extends out longitudinally far 
enough to strike the cab windows of the engine. If a 
locomotive-runner should pass this signal when at 
danger he would be reminded of it by the crash of 
broken glass, which would also be a record against 
hisneglect. There seem to be no objections to the use of 
this contrivance, excepting that its only use is in cases 
of danger, and experience shows that only the most 
rigid discipline will be able to maintain such appliances 
in an efficient condition. It was found years ago that 
brakes of various kinds, which were to be used only in 
cases of danger, were often not in an efficient condi- 
tion when the occasion occurred to use them. The 
same thing is true of many of the ¢heck-chains in use 
on cars to-day. There is, therefore, more or less risk 
in relying upon such appliances, unless, as has been 
said, the most rigid discipline is constantly main- 
tained. Even with every inclination to do this on the 
part of a manager, a super-economical board of direct- 
ors may make it impossible to do what he knows 
should be done. 

As was remarked in the beginning of this article, the 
question under consideration does not seem to admit 
of a decisive answer either pro or con., but from what 
has been said, the following conclusions may be 
drawn: 

1. No draw-bridge is safe without a signal which is 
interlocked with the bolt that secures or fastens the 
bridge in its position. 

2. The slow-up should not be substituted for the 
full-stop rule unless there is an efficient interlocking 
system of home and distance signals and the loco- 
motive runners are at the same time subject to con- 
stant and rigid supervision at the point where the 
distance signals are located, or, in the absence of this, 
some effective appliance is added to the distance sig- 
nals to remind the locomotive-runner of its position by 
an appeal to some other sense than that of vision. 

8. With interlocking distance signals, and in any lo- 
cation, thespeed of the train in passing them should 
always be so slow that a full stop could be made by 
applying the hand-brakes and reversing the engine in 
half the distance from the bridge. 


November Earnings. 


November earnings are reported in our table by 33 rail- 
roads, which have this year an aggregate of 21,913 miles of 
road and 8.3 per cent. more than last year. This is a little 
more than one-fourth of the total mileage in operation in the 
United States. These roads carried this year in November 
$15,292,780 and 13.4 per cent. more than last year, their 
average earnings per mile of road having increased from 
$667 to $698, or 4.6 per cent., which, as November was a 
very favorable month in 1878 (and 1877 also), is a very 
satisfactory result, the more so as the increase of mileage 
was so great. Of the 83 roads reporting, all but six show an 
increase in total earnings and also in earnings per mile. 

Below we give the earnings per mile of road in November 
of 21 roads for the past three years, and of 19 of them for 
the past four years: 


1876. 1877 1878. 1879. 
Atch. Topeka & S. F..... $318 $452 «+ $505 $658 
Burl., C. R. & North 258 328 298 326 
Cairo & St. Louis.... 138 lll 136 158 
Central Pacific........ 1,027 498 744 637 
Chicago & Alton............s00: 542 578 589 7ll 
— Ye.) ee = 411 473 556 
~ & i. eae 547 632 468 505 
a GS “ os 620 669 702 
Cleve.. Mt. Vernon & Del. 191 229 220 214 
Hannibal & St. Jo.............. 423 590 712 645 
ETc nen essences «6s 608 579 600 556 
Ill. Cen, in Iowa........ 362 361 317 336 
NT” re 468 358 454 460 
Mo., Kan. & Tex. 413 349 369 492 
Mobile & Ohio..... .....-.0:. 540 480 588 611 
St. L., A. & T. H., B'lville Line. 685 663 721 741 
St. L., Iron Mt. & So............ 657 669 782 958 
St, L.,. & San Francisco. 372 348 361 419 
os st 2S 268 271 303 299 
Tol., b. & Warsaw... 426 380 380 443 
Ss a ude bus thn onndce) anes 584 574 658 601 


From this it appears that of the 21 roads reporting for 
three years, 15 had larger earnings per mile in 1879, than in 
1878, and 15 also larger in 1879 than in 1877 ; while of 19 
roads reporting for the four years, 14 had larger earnings in 
1879 than in 1876. 

For the eleven months ending with November we have 
reports from 30 railroads with 20,598 miles of road in 
1879, which is 5.7 miles more than they workedin 1878. 
With this mileage they earned $134,857,940, which is 7.3 
per cent, more than they earned in 1878, their average 
earnings per mile of road having increased from $6,449 to 
$6,547, on 1.5 per cent.—not a great change. Earnings 
however, were better in 1878 than for some time previously. 





Only one-half of 1877 was a good year, but the whole of 
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| 1878 and 1879 have been—that is, good years for traffic and 


| good for earnings for such roads as got tolerable rates. 

| Of the 30 roads reporting for the year, 21 show an increase 
| in total earnings and 20 in earnings per mileof road. In 
| the latter there were three increases of 15 p2r cent. or more— 
| 15.1 on the Mobile & Ohio, 23.9 on the Chicago, St. Paul & 
Minneapolis, and 35.6 on the Atchison, Topeka & Santa Fe. 
| The large decreases (only one more than 10 per cent.) were 
on roads that largely increased their mileage during the 
year, the new road having much lighter earnings than the 
old. 


The Tay Bridge Accident. 


The telegraph has brought the news of one of the most 
remarkable and distressing railroad accidents in Scotland 
that has ever occurred. The news up to the time of going 
to press does not make it clear how the accident occurred, 
but there can be no doubt that a number of girders of 
the bridge named fell, and, either with them or afterward, 
a whole passenger-train went down into the sea, and not a 
single occupant of the train survived to tell of the catastro- 
phe. The loss of life is not known, but the highest estimate 
is of over 300 persons, and the lowest about '75. 

The bridge is on the North British Railway across the 
Firth of Tay. The object of the work was to shorten the 
route between Edinburgh, Glasgow and Dundee, and to en 
able traffic to be taken directly across the Firth, a distance 
of nearly two miles (10,821 feet) by rail into the latter city, 
instead of being ferried across or transported around a con- 
siderable detour by way of Perth. 

The work was begun in 1871 under the engineering su- 
pervision of Mr. Thomas Bouch. It consisted of 85 spans, 
disposed as follows : Six spans of 27 ft., fourteen of 67 ft. 
6 in,, fourteen of 70 ft. 6 in., two of 88 ft., one of 162 ft., 
one of 170 ft. and thirteen of 245 ft. The long spans near 
the centre of the bridge, which appear to be the ones which 
gave way, were 88 ft. above high water. A late dispatch says 
that the entire thirteen girders of the long central spans are 
gone. Each pier was formed of two huge iron cylinders 9 
ft. in diameter, which were sunk by the pneumatic process. 
The water at the place where the bridge fell was about 45 ft. 
deep. 

The girders were of the lattice form, with ‘‘ double trian- 
gulation ” and trough top and bottom chords. The depth of 
the girders was one-eighth of the span. 

At the time of the construction of the bridge there was 
some discussion of its strength to resist wind pressure, and 
some engineers asserted flatly that the structure would be 
blown over. 

In answer to these, one of its promoters said, in a paper 
published in Engineering: 

**The exposed surface of one large pier is about 800 square 
feet, and of the superstructure, which depends upon it, about 
800 ft. more, and so, giving 800 ft. for a train above, we 
have 2,400 square feet. Twenty-one pounds per square 
foot is the force of a very strong gale; but it would take no 
less than 96 lbs. per square foot on the surface given to over- 
turn the pier. Even the most severe hurricane on record 
would equal only one-half this resistant power.” 

At present, it is impossible to tell to what cause the failure 
of the bridge is attributable. One account says the night 
was one of bright moonlight, but the wind was blowing a 
hurricane ; another that ‘* the wind blew in tremendous 
gusts” and ‘‘ the rain was drenching,” It is also said ‘that 
it is unknown whether the girders were blown down before 
the train entered the bridge or were carried away with it,” 

The accident seems to be similar to that which occurred to 
the Havre de Grace Bridge in this country, some years ago, 
when eleven spans out of thirteeen were all blown into the 
Susquehanna River. This, however, was a wooden bridge, 
and it is generally supposed that iron structures are less 
liable to such accidents. 


Double-Truck Locomotive. 

The full-page engraving with this number represents a 
form of double-truck engine, that Mr. Mason has recently 
been building for narrow-gauge railroads. The plan is, how- 
ever,as well suited for the standard or any other gauge roads, 
It will be noticed that he has added a single pair of smal) 
wheels, or a pony truck, to the driving truck. In the first 
engines of this plan which he built, this pair of wheels was 
not used. It has been applied in order to carry the over- 
hanging weight of the cylinder, and also to protect the 
flanges of the front driving wheels from wear. 

The dimensions of the engine are as follows: Cylinders, 
14 x 16; driving wheels, 37 in. diameter; total wheel base, 
29 ft. 8 in.; to front driving wheel, 24 ft. 8 in.; wheel base 
of driving truck, 6 ft. 7 in.; weight on latter, 48,000 Ibs., 
capacity of tank, 1,400 gallons. 

Boiler made of best Pennsylvania coal-blast charcoal iron, 
8¢ in. thick; waist, 42 in., diameter; 113 tubes, 2 in, diameter, 
and 9 ft. 10 in. long ; fire-box, 48 in-long, 37!¢ in. wide, and 
50 in. high inside, made of best homogeneous steel ; side and 
back sheets, ,§, in. thick; flue sheet, ,j, in.; water space, 8 in, 
wide at bottom, 314 m. wide at top, two injectors. 

Valve gear of the Walschurts pattern. Leading truck of 
an original pattern. Equalized with forward drivers and 
adjustable, so as to prevent cutting of the flanges of the 
tires without lifting the forward end of the engine in passing 
curves. 


Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Selma & Greensboro.—Extended from Marion Junction, 
Ala., southeast to the New Orleans & Selma road near Salt- 
marsh, 8 miles, 
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Peninsular, of Florida,—Track laid from Waldo, Fla., 
southward to Luhloosa, 20 miles. 

Boston & Lowell,—The track of the Lawrence Branch is 
extended about }¢ mile to the new depot in Lawrence, Mass. 

Kansas Pacific.—The Salina & Southwestern branch is 
extended from Lindsborg, Kan., south to McPherson Centre, 
25 miles. 

Chicago, Burlington & Quincy.—The Albia, Knoxville & 
Des Moines Branch is extended from Pleasantville, Ia., 
northwest to Des Moines 23 miles, completing the line. 

Indianapolis, Decatur & Springfield,—-Extended eastward 
toward Indianapolis 25 miles. 

Chicago, Milwaukee & St. Paut.—The lowa & Dakota 
Division is extended west by south to Niobrara, Dak., 56 
miles. 

This is a total of 15714 miles of new railroad, making 
8,801 miles reported thus far for 1879. 

THE SOUTHERN RAILWAY AND STEAMSHIP ASSOCIATION, 
as will be seen by report of proceeding published this week, 
made considerable changes in its rates and methods of opera- 
tion at its meeting in Atlantic Dec. 16,17and 18. Among 
these were the appointment of a board of arbitration, one 
of whose members is the Virginia Railroad Commissioner, 
and another one of the Georgia Railroad Commissioners, the 
third being Col. W. R. Arthur, well-known as Superinten- 
dent of the Illinois Central, and latterly of St. Louis roads. 
This association has some very difficult problems to deal 
with, the competition of markets, as well as the competition 
of railroads and steamers, complicating the adjustment of 
rates to an unusual extent. 





NEW PUBLICATIONS, 


The National Car-Builder, well known to railroad men 
for many years, has become the property of Mr. R. M. Van 
Arsdale, and the January number appears in a new dress 
and a newhead, which greatly improves its appearance. 
The Car-Builder is carefully edited by Mr. James Gillet, 
who remains, and has some peculiar features which make it 
convenient for reference, aside from the value of its general 
contents, consisting of lists of master mechanics and master 
car-builders, superintendents and purchasing agents, which 
a great many people have frequent occasion to consult. 





General DQailroad Mews. 


MEETINGS AND ANNOUNCEMENTS. 





Meetings. 

Meetings will be held as follows : 

New York, New Haven & Hartford, annual meeting, in 
the Temple of Music, New Haven, Conn., Jan. 14, at 11 
a, m. 

Pennsylvania & New York, annual meeting, at the office 
in Philadelphia, Jan. 12, at noon. 

Philadelphia, Wilmington & Baltimore, annual meeting, 
at the office in Wilmington, Del., Jan. 12, at 1 p. m. 


Dividends. 

Dividends have been declared as follows : 

Philadelphia Wilmington & Baltimore, 4 per cent., semi- 
annual, payable Jan. 2. 

Norwich ad Worcester (leased to New York & New Eng- 
land), 5 per cent., semi-annual, payable Jan. 8. 

Fitchburg, 8 per cent., semi-annual, payable on demand. 

Portland Saco & Portsmouth (leased to Eastern), 3 per 
cent., semi-annual, payable, Jan, 15. 

Ware River (leased to Boston & Albany), 314 per cent., 
semi-annual, payable Jan. 7. 

Concord & Portsmouth (leased to Concord), 3!4 per cent., 
semi-annual, payable on demand. 

Foreclosure Sales, 

The Macon & Augusta road is advertised to be sold in Au- 
gusta, Ga., March 2, by William M. Reese, Trustee, under 
the second mortgage for $870,000. The bonds under this 
mortgage are held by the Georgia Railroad Company, which 
wil) probably buy in the road and acquire full possession of 
it, subject to the first-mortgage for $400,000. The road is 
78 miles long, from Warrenton, Ga., to Augusta; it was 
built in the interest of the Georgia road, and has always 
been worked by that company. 

Central Railroad Rate Association. 

A meeting of this new association was held in Chicago 
Dec. 283, Mr. J. M. Osborne, of the Wabash, presiding, and 
Mr. C. B. Lewis, Secretary. 

‘The Executive Committee presented a report, fixing arbi- 
trary rates on freight from Eastern points to junction 
oints in Ilinois, and grain rates from junction points in 

llinois to Eastern sea-board points. 

After a long discussion, the report was adopted, with a 
few slight amendments. It was decided to have the east- 
bound rates take effect Jan. 1, and the west-bound rates Jan. 
15. The meeting then adjourned. 


ELECTIONS AND APPOINTMENTS. 


Atchison, Colorado & Pacific.—The following officers have 
been chosen for this company which owns the Central 
Branch, Union Pacific, extension lines: President, R. M. 
Pomeroy, Boston; Vice-President, Effingham H. Nichols, 
New York; Secretary, Thomas J. White, Atchison, Kan. ; 
Treasurer, A. J. Barnes, New York. 

Atlantic & Pacific Telegraph.—Mr. Albert B. Chandler 


has been chosen President, in place of Gen. T. T. Eckert, re- 
signed. 





Boston, Hoosac Tunnel & Western.—At the annual meet- 
ing in Troy, N. Y., last week, the following directors were 
chosen: Coe F. Young, Honesdale, Pa.; Solomon S. Guth- 
rie, Buffalo, N. Y.; George I. Post, Fairhaven, N. Y.; Geo. 
R. Blanchard, New York; Frederick L. Ames, Oliver Ames, 
North Easton, Mass.; F. Gordon Dexter, Beverly, Mass. ; 
Jobn B. Alley, Lynn, Mass.; John W. Candler, Brookline, 
Mass.; John RK. Brewer. Hingham, Mass.; Elisha Atkins, 
Wm. L. Burt, A. A. Gaddis, Boston. The only new director 
is Oliver Ames, who succeeds ex-Gov. Claflin. 


Chesapeake & Ohio,—At the annual meeting in Richmond, 
Va., Dec. 30, the following directors were chosen: John 
Echols, Williams C. Wickham, of Virginia; John Castree, 
Edward T. Fournier, A. 8. Hatch, Elias 8. Higgins, Jesse 
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Hoyt, C. P. Huntington, Abiel A. Low, A. E. Orr, Ezra 
Wheeler, of New York. 

Columbus & Rome,—At the annual meeting held Nov. 2, 
the following officers were chosen: E. C. Hood, President : 
T.J. Nuckolls, General eee spl M. E. Gray, Secretary, 
Treasurer andtGeneral Freight and Ticket Agent; A. Dex- 
ter, Chief Engineer ; W. A. Little, Attorney. The company 
owns what was formerly the North & South Railroad, of 
Georgia. Its office is at Columbus, Georgia. 


Dorchester & Delaware.— At the recent annual meeting in 
Cambridge, Md., the following were chosen: W. Wilson 
Byrn, President ; E. W. Lecompte, John B. Brown, John 
Webster, Dr. Charles Jefferson, Dr. R. G. Elligood, John N. 
Wright, James Gore, directors. 


Flint & Pere Marquette.--Mr. John Francis has been ap- 
pointed Traveling Passenger Agent, in place of H. C. Pot- 
ter, Jr., transferred to duty in the Receiver’s office. 


Ft. Madison & Northwestern.—Mr. 8. B. Kenrick is Super- 
intendent, with office in Ft. Madison, Ia. He was formerly 
for eight years Superintendent of the Green Bay & Minne- 
sota road, 


Indianapolis, Peru d& Chicago.—Mr. Wm. B. Cutting, 
late Vice- resident, has been chosen President, in place of 
David Macy, resigned. Mr. V. T. Malott, General Manager, 
has been chosen Vice-President also, in place of Mr. Cutting. 


Lake Erie & Western.—Most of the elections and appoint- 
ments for the consolidated company have been heretofore 
noted, but the following full list of officers is made up from 
official circulars, the appointments dating Jan. 1, 1880: 
President, C. R. Cummings; First Vice-President, Daniel P. 
Eels; Second Vice-President, J. H. Cheney; Secretary and 
Treasurer, B. G, Mitcheli; General Counsel, C. 8. Brice; 
General Manager, E. H. Waldron; Assistant Treasurer, A. 
D. Thomas; Assistant Secretary anid Auditor, A. J. 
Castater; Assistant Auditor, L. A. Hill; General Freigh 
Agent, W. 8S. Weed; General Passenger Agent, G. W. 
Smith; Purchasing Agent, E. H. Andress; Chief En- 
zineer, T. H. Perry; Superintendent Eastern Division, Geo. 
+. Hadley; Superintendent Western Division, D. 8. Hill; 
Superintendent of Equipment, C. E, Gore; Assistant Super- 
intendent of Equipment, Everett Clemons, 

The general offices of the company are at LaFayette, Ind., 
where all the officers may be found, except the Superintend- 
ent Eastern Division and the Assistant Superintendent of 
Equipment, whose headquarters are at Fremont, O. 

A special order places the Chief Engineer in charge of all 
road, bridges and buildings, and constructive work; further 
directing that no new work be undertaken in these depart- 
ments without an order from the Chief Engineer. 


Lake Shore & Michigan Southern.—Mr. E. Gallup has 
been appointed General Passenger Agent, with headquar- 
ters in Chicago. The office is a new one. Mr. Gallup has 
been General Passenger Agent of the Boston & Albany a 
little over a year. 


Lexington & Black River.—This company was recently 
organized at Lexington, Mich., by the election of the follow- 
ing directors: J. C. Waterbury, R. Papst, B. R. Noble, W. 
R. Nims, C. 8. Nims, Watson Beach, Peter Jannette. The 
board elected J. C. Waterbury, President; R. Papst, Vice- 
President; M. D. Waggoner, Secretary; B. R. Noble, Treas- 
urer. 


Long Island.—Mr. Hugh Longest is now Master Car- 
Builder of this road and its leased lines. 


Louisville, New Albany & Chicago.—Itis reported that Mr. 
John McLeod, late General Superintendent of the Louisville, 
Cincinnati & Lexington, is to be General Manager of this 
road under its new ownership. 


New York & New England.—The new board has re- 
elected William T. Hart, President; James H. Wilson, Vice- 
President and General Manager; George B, Phippen, Jr., 
Treasurer; James W. Perkins, Secretary. 


Peoria, Pekin & Jacksonville.—Mr. John 8. Cook has been 
appointed Traffic Manager of this road, with office in 
Peoria, Llinois. 


Pittsburgh Southern.—Mr. J.W. Mitchell has been ap- 
pointed Assistant Treasurer and General Freight and Ticket 
Agent, with office in Pittsburgh. Mr. N. P. Ramsey is ap- 
pointed Auditor, with office at West Pittsburgh. 


Richmond & Allegheny.—At the recent annual meeting 
the following directors were chosen: H. C. Parsons, Rich- 
mond, Va.; John C. New, Indianapolis; C. H. McCormick, 
Chicago; John P. Jones, Virginia, Nev.; ay Miller, 
Columbus, O.; James G. Blaine, Augusta, Me.; J. H. Bar- 
tholomew, Hartford, Conn.; James B. Houston, Hugh Mc- 
Culloch, New York. 


Santa Fe Canal.—At the annual meeting in Waldo, Fla., 
Dec. 18, the following directors were chosen : Geo, C. Rix- 
ford, Benj. B. Ewing, C. Lucian Jones, Robert W. Campbell, 
Charles id Dutton, H. Binder, Nathan C. Pettitt, Hardee 
Raulerson, Hiram Alderman. The board elected Major 
Charles K. Dutton, President ; Daniel 8, Place, Secretary ; 
James F. Furguson, Treasurer; Ned E. Farrell, Chief 
Engineer and Superintendent. 


St. Louis & Southeastern.—The Nashville American says : 
* Mr, E. Culverhouse, Superintendent of the Owensboro & 
Nashville Railroad, has been appointed General Manager of 
the St. Louis & Southeastern Railroad, under the manage- 
ment of the Nashville, Chattanooga & St. Louis Company, 
to whom the railroad will be turned over Jan, 1.” 


Sedalia, Warsaw & Southern.—The officers of this com- 
nany are: President, Wm. Gentry; Vice-President, R. H. 
Emith; Secretary, J. D. Crawford; Treasurer, Cyrus New- 
kirk; Chief Engineer, J. B. Polley. Offices at Sedalia, Mo. 


Toledo, Delphos & Burlington.—The following appoint- 
ments are announced: G. G. Grund, General Ticket Agent, 
in place of D, L. Williams, resi, rned. All communications 
relating to passenger rates will be sent to him. Communi- 
cations relating to the Freight Department should be sent to 
I, H. Burgoon, General Superintendent, and everything re- 
lating to accounts, both freight and passenger, to J. W. Mc- | 
Elvaine, Auditor. The offices are at Delphos, O. 

Mr. George H. Tier is appointed Master Mechanic. Mr. 
John Dolt is appointed Road-Master, with office at Delphos, 
O., and will have charge of all track eastof State Line. Mr. 
E. H. Justice is appointed Road-Master, with office in Bluff- 
ton, Ind., and will have charge of all track west of State | 

ine. 


Wabash, St. Louis & Pacifie.—Mr. H. A. Fisher has been 
appointed Passenger Agent for the state of Michigan, with 
headquarters in Detroit. He has been Excursion Agent of | 
the Wabash for some tine. 


Western Nevada.—The directors of this new company are: | 
A.J. Rhodes, Belleville, Esmeralda County, Nev.: G. L. | 
Woods, San Jose, Cal.; J. T. Davis, 8. M. Holmes, James | 
Meehan, San Francisco. 
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O., W. A. Mack was reélected President and Charles 
Jenkins, Secretary. 


PERSONAL. 

—The Burlington Hawkeye of Dec, 20 says : 

“The promotion of Mr. C. H. Chappell'to the assistant 
eneral superintendency of the Chicago & Alton Railroad 
s another instance of what an energetic, active young man, 
whose heart is in his work, can accomplish. Like Mr. T. J. 
Potter, the Assistant General Manager of the Chicago, Bur- 
lington & Quincey, Mr. Chappell has had no_ influential 
friends to push him along, and each step upward has been 
given both these gentleman because they were the best men 
for the places, and for no other reason. 

‘But a few years since, Mr. Chappell was a Chicago, Bur- 
lington & Quincy brakeman, thence called into the office of 
Szperintendent Hitchcock, at Galesburg, Illinois, as a clerk. 
since when, his advancement has been as rapid as his devo- 
tion to the interests intrusted to bim bas been untiring. His 
many friends on the Chicago, Burlington & Quincy will be 
glad to know that his merits are so substantial y recognized, 
and their good wishes will follow him still higher. 

‘** There is a valuable lesson in these two examples which 
railroad employés would do well to heed, The too-commonly 
accepted idea is, that promotion in railroad ranks is rendered 
difficult by the great number of those employed, and that 
influence, or influential friends, are a necessity toward se- 
curing it. The real truth is, and without exception railroad 
managers will bear testimony thereto, that one of their 
greatest difficulties is to find men whose antecedents and 
merits are such that they dare promote them. Good and re- 
liable men who have so trained themselves as to be fitted for 
increased duties and cares are a much scarcer article than is 
generally supposed. The reputation and success of a railroad 
superintendent probably depend more upon the promotions 
and appointments he makes than upon any other one thing. 
If those under him are competent, economical and faithful 
to their duties, his success is assured. Fully realizing that 
of the endless details for which he is responsible, but few can 
possibly come under his personal observation, his anxiety is 
regardless of influence or anything else but ability, to avoid 
mistakes in his appointments, selecting only those upon 
whom he may implicitly rely. That class of employés who 
expect advancement simply because they have been with 
the company a number of years, forgetting the fact that in 
itself that only proves they have done well the work for 
which they have been paid ,or have not been caught in their 
derelictions), are usually passed over, the promotion falling 
to some one who has not only been faithful in his present 
duties, but has quietly studied the positions above him, and 
rendered himself competent to fill them.” 

—Mr. David Macy has resigned his position as President of 
the Indianapolis, Peru & Chicago Company, after 25 years 
of continuous service as an officer of the company, 

—The Aurora (Ill.) Beacon says: ** For several months 
past, there have been rumors in the air that there were to be 
changes in the administration of the rairoad shops in this 
city, and those who have noticed things, some time since ar- 
rived at the conclusion that Mr. H. B. Stone was the coming 
man. He came here some time since, took a lowly position 
in the shops, passed up through the various grades 
to his present position of Master Mechanic at Au- 
rora. The fact of his fine mechanical education 
and high eastern connections, also added to the idea 
that, when the time came, Mr. Stone’s fine theoretical and 
practical training would be used for the benefit of the 
Company. It is now stated that on the first of January next 
Mr. Challender’s connection with the company will cease ; 
that at that time Mr. Stone will take charge. It is further 
stated that the Locomotive and Car departments will be sepa- 
rated at that time, and Mr. Robert Miller, now Master Car- 
Builder of the Michigan Central Railroad, will take charge 
of the Car Department here. These proposed changes are at 
presept but statements and rumors, but time will soon deter- 
mine whether or not they are correct.” 

—Mr. David Leavitt, for many years a successful mer- 
chant and bank president of New York, died in that city Dec, 
30, in the 88th year of his age. He was for many years a 
director and for a time President of the Housatonic Railroad 
Company, giving up bis seat at the board to his son a few 
years ago, 

—Mr. Francis Burns, for 25 years a director of the Balti- 
more & Obio Company, died at bis residence in Baltimore, Dec. 
28, in the 88th year of hisage. Mr, Burns was of Scotch-Irish 
descent, and was born in County Antrim, Ireland, April 11, 
1792. He came to this country with his parents, who set- 
tled in Philadelphia in 1798. ‘Uhe deceased came to Baltimore 
in 1818, and established himself in the brick-making busi- 
ness with the late George Whitman. This partner- 
ship lasted several years and its termination, upon the re- 
tirement of Mr. Whitman, Mr, Burns conducted the business 
by himself for some (time, until forming a partnership 
with the late Abraham Russell. with whom he conducted a 
very successful business until 1860, when he retired, Dur- 
ing his hfe he was connected with a number of corporations 
and institutions, and was alsoa prominent member of the 
Masonic fraternity, being one of the oldest members of that 
order in Maryland. He leaves a considerable estate. 

—Mr. H. ©. Francis, who bas for eleven years past held a 
confidential position with Messrs. Wim. Sellers & Sons in 
Philadelphia, on Jan. 1 goes to the Rogers Locomotive 
Works in Paterson, N. J., as Assistant to Mr. William 8, 
Hudson in the management of the works. Mr. Francis re 
ceived his early training in the Baldwin Locomotive Works, 
and while there and with Messrs. Sellers has made very 
many friends, who wili doubtless be glad to hear of his new 
position. 

—A Tennessee paper starts a sort of railroad presidential 
boom by nominating Wm. H. Vanderbilt for President and 
“Uncle Dick” Bishop, of Ohio and the Cincinnati Southern, 
as Vice-President of the United States. 

—Hon, Wm. J. McAlpine (Past President of the American 
Society of Civil Engineers, and an engineer of high reputa- 
tion) and Mr. M. Van Brocklin, late Superintendent of the 
Metropolitan Elevated Railroad, sailed from New York Dec. 
27 on the steamer City of Alexandria, Mr. McAlpine going 
out as Consulting Engineer and Mr, Van Brocklin as Chief 
Engineer of the Tehuantepec Railroad. They took with 
them a large corps of assistants for the survey of the rail 
road to connect the Atlantic and Pacific oceans across the 
Isthmus of Tehuantepec. Mr. McAlpine expects to return 
in February next, Put Mr. Van Brocklin will remain in 
charge of the work. f 

—Sir Alexander T. Galt, who bas just been appointed Resi. 
dent Minister or Commissioner to represent the Dominion of 
Canada in England, has large interests in railroad property, 
and is a director in the Ohio & Mississippi Company. 





TRAFFIC AND EARNINGS. 


Grain Movement. 
For the week ending Dec. 20 receipts and shipments o! 


Wheeling & Lake Erie.—At a recent meeting in Norwal’, | grain of all kinds at the eight reporting Northwestern ma 
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kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past seven years: 





Northwestern Northwestern Atlantic 
Year. hip ¢ Tt ipt 
BOTB. ccccciccchde cs lus sie ee <epaass ss 1,896,067 
FOT4 ...00- vvvcnerecscees shee Tene 562.5 1,338,420 
ee reer 2,231,724 788,772 1,395,791 
aa ee 2,711,045 1,168,217 1,841,227 
BET, ocdvcsssese 2,319,829 1,377, 3,228,091 
POTD. ccivcctccegeateavtyaue 2,972,7 1,599,045 3,143,021 
DBT. ...0 bc csedob sadbuneglinee 3,640,974 1,261,537 3,473,439 


The receipts at Northwestern markets for the week are a 
trifle greater than for the previous week, and much greater 
than in the corresponding week of any oe year, The 
shipments of these ane. Ht were nearly one-balf ter 
than in the previous week, but smaller than in the cor- 
responding weeks of 1878 and 1877. The receipts of Atlan- 
tic ports were nearly 80 per cent. more than in the preced- 
ing week, and larger than in the corresponding week of any 
previous year. 

Of the receipts at Northwestern markets 38.4 per cent. 
was at Chicago, 26.8 at St. Louis, 15.2 at Milwaukee, 8.8 at 
Peoria, 6.4 at Toledo, 3.4 at Detroit, and 1 per cent. at 
Cleveland. 

Of the recei at Atlantic ports 28.1 per cent. was 
at Baltimore. 4.1 at New York, 20.7 at New Orleans. 
13 at Philadelphia, 8.3 at Boston, 5.4 at Portland, and 0.4 

ver cent. at Montreal. The quantity received at New York 
| ond not been so small before since the snow blockade in Jan- 
very last; Baltimore’s receipts, on the other hand, are the 
largest for six weeks, and New Orleans’ receipts the largest 
ever known. It is usual for New York’s receipts to fall off 
greatly after the close of navigation for a few weeks, but 
the falling off is unusually great this year. 
Railroad Earnings. 
Earnings for various periods are reported as follows: 
Eleven months tet _ 30: 


1878, Inc. or Dee. P.c. 
Houston & Texas 


Central cis vsiaases $2,823,451 $2,540,418 1. $283,035 1. 
Net earnings..... 1,216,604 956,722 I. 250,972 27.2 
Pennsylvania,...... 31,166,353 29,031,438 IL, 2.154.015 7.4 
Net earnings..... 12,725,485 12,235,806 I, 489,679 4.0 


Ten months ending Oct, 31: 
Chicago & Eastern 


Ee $721,981 $668,307 I. $53,674 8.0 
N. Y., Lake Erie & 

Western......... 13,594,042 12,547,088 I, 1,046,054 8.3 

Net earnings .... 4,030,752 8,954,433 1. $5,319 2.2 


Month of October: 
Little Rock & Ft. 





entOR 0.55 cca 60500 104 $32,086 I. $22,018 68.8 
Net earnings..... 36,215 17,056 1. 19,159 112.7 
N. Y., Lake Erie & 
Western...... ... 1,713,698 1,473,582 1. 240,166 16.5 
Net earnings..... 715,723 619,487 I 96,236 15.5 
Month of November : 
Boston & N. Y. Air 
ree a as PU Beare 
Net earnings ....,. bi within deel, 0 casieoedocces 
Houston & Texas 
Central. ........+. 429,803 $408,133 1. £$21,670 5.3 
Net earnings...... 271,482 260,006 I. 10,486 4.0 
Little Rock & Ft. 
TT 63,300 41,088 I. 22,212 54.0 
Net earnings..... 44,300 24,055 1. 20,245 84.4 
Louisville & Nash- 
ea 689,434 591,370 1. 98,064 16.6 
Net earnings. 351,600 208,442 1. 53,158 17.8 
Pennsylvania ... 3,131,997 2,996,101 1.. 135,896 4.5 
Net earnings. . 346, 1,390,250 D. 45,801 3.2 
Second Week in December : 
Chicago & Alton... $137,109 $76,634 1, $60,475 78.9 
Minn. & St Louis.. 8,693 6,592 1. 2.301 35.0 


Third Week in December ; 
Chicago & Eastern 


TL con etnies $20,884 $16,760 I. $4,124 24.5 
Chicago, Milwaukee 

& St. Paul... .... 227,000 180,297 I. 46,708 25.9 
Mobile & Obio...... 76,229 66,110 1, 10,119 $15.3 
St. Louis, Lron Mt, 

& Southern....... 186,800 119,019 I. 67,781 57.0 
St. Louis & San 

Francisco.... .... 54,600 27,000 I, 27,600 102.2 


Week ending Dec, 19; 
Great Western,..... $102,373 

Week ending Dec, 20; 
Grand Trunk,....... 


$79,891 I. $22,482 28,1 


$200,188 
* Actual corrected earnings. 


Coal Movement. 
A. - tonnages are reported as follows for the week ending 
a, BO: 


$170,108 1, $30,080 17.7 


1879. 1878, Ine. or Dee. P.e. 
Anthracite... 20.283 +65 502,255 365,939 I. 136,316 37.3 
Semi-bituminous... .... 99,271 45,013 . 54,258 120.6 
Bituminous, Penna..... 58,045 38,009 I, 20,036 52.7 
Coke, Penna,.........-.. DE SES avd yes Fk0 044 e000 sane 


The estimated production of coal trom the Cape Breto 
(Nova Scotia) mines for 1879 is 191,000 tons, against 234, - 
000 tons in 1878, a decrease of 43,000 tons, or 18.4 per cent. 


OLD AND NEW ROADS. 


Atchison, Topeka & Santa Fe.—The Boston Adver- 
_ tiser of Dec. 26 says: ‘‘ Tuesday morning a Chicago paper 
published a statement, asserted to be upon reliable informa- 
tion, that the Jay Gould railroad syndicate had not only se- 
cured the coutrol of the Texas & c railroad to extend 
it forthwith to El Paso, there toconnect with the Southern 
Pacific Railroad, but that the managers of the Atchison, 
Topeka & Santa Fe Railroad are having a conference in New 
York just now with Jay Gould and his svndicate, and that 
their object is to make an arrangement by which the syndi- 
cate is to have virtual control of the lines of this company. 
With the Atchison, Topeka & Santa Fe Railroad in its pos- 
session, Gould’s syndicate will have obtained the ends it has 
been striving for, and will find no further obstacles in its 
way to final success, The paper states that litigation between 
the Atchison, Tepeka & ta Fe and the Texas & Pacific 
railroads, regurding terminal facilities at San Diego. 
has closed, an amicable arrangement between these 
two lines having been perfected, by which the Texas & 
Pacific will deed one-half of its railroad land to the Atchi- 
son, Topeka & Santa Fe. This will give the latter compan 
deep-water frontage on the A 5,000 acres of well- 
located land, with ample facili and privile, for first- 
classdepot and wharf accommodations. It is also said that 
arrangements have been made between the Atchison, Topeka 
& Santa Fe, the Kansas Pacific interest and the Denver & 
Rio Grande Railroad, by which the last-named is to distrib- 
ute its patronage between the two former roads. It is also 
understood that a new pooling arrangement has lately been 
made between the Union Pacific, Kansas Pacific and the 
Atchison, Topeka & Santa Fe railroads. Then it is further 
announced that a new company has been formed to operate 
a new line from Pueble to Leadville, beyond and through 
Grand Cafion. It 1s claimed this company is to assume the 
rights of both the Atchison, Topeka & ta Fe and the 
Denver & Rio Grande railroads in the Grand Cafion, thus 


| 


| he 
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stopping all further litigation regarding this matter. The 
Atchison, Topeka & Santa Fe people, it is said, found that 
to fight the Gould combination would entail heavy losses 
upon them. They think they can make more money out of 
their road by letting Gould manage it instead of managing 
it themselves. 

* President Nickerson, of the Atchison, Topeka & Santa 
Fe road denies the accuracy of the above statement. He 
says: ‘Mr. Gould has made no arrangement with us for the 
control of our lines, nor is he likely to, He couldn’t if he 
wanted to; but he don’t want to. Mr. Gould tells me that 
took hold of the Texas Pacific to help Mr, Scott, He will 
build westward, but what he will do in the territories, 
whether he will connect with us on the 85th parallel route 
or with the Southern Pacific, is in the future. We have an 
understanding with him in reference to future business, but 
what it will amount to we cannot tell now.’ The earnings 
and expenses of the Atchison, Topeka & Santa Fe road for 
October have just been made up at the company’s office in 
this city. The earnings were, in round numbers, $764,000, 
and the expenses $250,000. The remarkable thing is that 
the operating expenses were brought down during this 
month to 33 per cent. of the earnings. Any compromise of 
the Grand Cafion case is denied. The company recently or- 
ganized to build a road from Pueblo to Leadville is sup- 
posed to be in the Denver & Rio Grande interest; the Atchi- 
son peoyle had nothing to do with it. On account of the iil- 
ness of Judge Hallett the Grand Cafion case is to be re-heard 
before Judge McCrary. 

‘Further information regarding the San Diego land grant 
to the Atchison, Topeka & Santa Fe road is to the effect that 
the company gets from the Texas Pacific one mile of water 
frontage and a square mile of territory for terminal facili- 
ties, and also 15,900 acres donated by private owners. 
Wilbur and Pratt, of the Atchison road, Aa agreed to lo- 
cate passenger and freight depots on this land. A dispatch 
from San Diego says immediately upon the news becoming 
known, the price of real estate advanced rapidly, and many 
thousand dane worth changed hands, There are but two 
ports upon the California coast outside of San Francisco, 
and these are Los Angeles and San Diego.” 


Atlantic, Mississippi & Ohio.—The receivers give 
notice that the half-yearly interest on the divisional bonds, 
Virginia & Tennessee certificates and preferred stock falling 
due Jan. 1 will be paid promptly. They also give notice 
that, in pursuance of an ke of the Court, interest on what 
are known as the Decatur H, Miller trust bonds will be paid 
at the rate of 6 per cent. per year, instead of 8 per cent., as 
heretofore. 


Boston, Barre & Gardner.—The Boston Travelersays: 
** Appearances indicate that this long-suffering and much- 
harassed corporation is about to emerge from its troubles 
into a brighter day. It would appear that a syndicate of 
Worcester County capitalists have taken up the road witha 
view to placing its affairs on a better basis than that on 
which they have hitherto rested. At the recent forced sale 
of the property of the road, Stephen Salisbury, Jr., was pres- 
ent as the representative of a syndicate determined 
to extricate the road from its present difficulty. The 
sheriff, who acted at the sale, would not deliver the property 
until furnished with a bond of indemnification, which, when 
furnished, bore such names as Stephen Salisbur , Stephen 
Salisbury, Jr., Geo, 5. Barton, Levi Heywood, ob Gardner, 
and W. W. Rice. The amount of the sale was over $12,000, 
and a bond of such sale, with the names given above, ought 
to and will pass muster wherever it may be presented. Of 
the bondholders, those representing about $225,000 of the 
$400,000 have accepted the reduced rate of interest.” 


Boston, Clinton, Fitchburg & New Bedford.—At a 
special meeting held Dec, 29 the stockholders voted to 
authorize the issue of $8,500,000 bonds to be secured by a 
mortgage on the road. The bonds are to have 80 years to 
run, at 6 per cent. interest, and to bear the written agree- 
ment of the Old Colony Company, lessee of the road, to pav 
over to the trustees so much of the rent of the road as may 
be necessary to pay interest on the bonds. The directors 
were instructed to procure an act from the Legislature au- 
thorizing the execution of the mortgage. The object of the 
issue is to fund and consolidate the existing debts of the 
company. 


Boston & Lowell.—Trains on this company’s Lawrence | 
Branch began to run to the new depot on Amesbury and 
Canal streets in Lawrence, Mass., Dec. 29. The extension 
of the road from the old depot on the south side of the Mer- 
rimac to the new station is only a little over half a mile long, 
but its construction has taken much time and expense. ii 
was necessary, in the first place, to secure authority from 
the Legislature to cross the Boston & Maine track at grade. 
Then a bridge over the Merrimac had to be built and right 
of way secured through the property of several mills. It 

ives the branch a good station in Lawrence, and better 
acilities for business. 


Canada Southern.—The high wooden bridge over Kettle 
Creek, near St. Thomas, Ont., is to be replaced by an iron 
viaduct. 


Central Pacific —This company is building at Ogden, 
Utah, a new round-house ; a car shop, 60 by 100 ft.; a lum- 
ber-shed, 32 by 140 ft.; a blacksmith shop, 30 by 40 ft., all 
of wood, besides a new water-tank, a turn-table, a coal-plat- 
form, 20 by 200 ft., and a brick oil-house. The round-house 
is so built that it can readily be enlarged when needed. The 
rae, ap is also putting down nearly three miles of new sid- 
ings in the Ogden yard. 


Chesapeake & Ohio.—Notice is given to holders of 
the 8 per cent. bonds that the company will, on and after 
Jan. 1, 1880, in the city of Richmond, pay off all of their 8 
per cent. bonds, including the old bonds of the Virginia Cen- 
tral Railroad. This notice is intended to cover alike out- 
standing 8 per cent. bonds given by the Virginia Central 
Railroad Company and those pele’ f by the Chesapeake & 
Ohio Railway Company in lieu of 8 per cent. bonds surren- 
dered. If desired by any of the holders of these bonds, the 
company will give them the option of taking 6 per cent. 
purchase-money bonds in exchange for their bonds at par. 

At the annual meeting in Richmond, Va., Dec. 80, the 
earnings for the year ending Sept. 30 were stated as follows: 





’ 1877-78. Inc.orDec. P.c. 
Earnings...... ‘ $1,936,361 D. $44,810 2.3 
Expenses...... ....... 1,594,739 D. 87,407 5.5 





Net earnings. . $384,210 $341,622 I. $42,588 12.5 
The report says that the business of the road promises to 
increase largely in the future, and that there is a pros- 
pect of the early completion of a Western rail connection, 
and also of an extension from Richmond to deep water on 
Chesapeake Bay. The net earnings last year were about 
1} per cent. on the funded debt. 


Chicago & Alton.—The passenger business on this com- 
_* Kansas City Line has increased so much that it has 
m necessary to divide the trains, The Chicago and St: 
Louis trains, heretofore run as one train between ouse 
eee Kansas City, are now run separately as two distinct 
ns, 
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Chicago, Burlington & Quincy.—Track is reported 
laid on the Albia, Knoxville & Des Moines Branch to Des 
Moines, completing the line, which will be opened for busi- 
ness early in January. The length of the branch from the 
main line at Albia to Des Moines is 69 miles, and it was fin- 
ished last year to Knoxville, 33 miles. 


Chicago, Milwaukee & St. Paul.—On the Iowa & 
Dakota Division extension track is reported laid to Niobrara, 
Dak., 71 miles west by south from Marion Junctionand 401 
miles from the Mississippi at McGregor. Trains are not 
running regularly as yet. 

The branch from Rock Valley, Dak., to Yankton, is nearly 
all graded, but no rails have been laid, and probably none 
will be before spring. 


Chicago & Pacific.—In Chicago, Dec. 22, the United 
States Circuit Court allowed a number of small intervening 
claims for labor and supplies, and dismissed some others. 
The Court then ordered that the purchasers of the road (John 
I. Blair and others) pay into court, by Jan. 20, $200,000 to 
meet the claims already allowed anid some others which are 
still in litigation, as well as other sums necessary to be paid. 
A reference to the Master was ordered, to compute all claims 
allowed as having priority to the mortgage, and report what 
balance of the purchase money may be applicable on the 
mortgage debt. 


Columbus & Rome—tThis company bought the old 
North & South road from the state of Georgia in October, 
1879, The road was of 3 ft. gauge and was then open from 
Columbus, Ga., to Kingsboro, 20 miles. The company has 
made, during ths year, extensive repairs on road-bed and 
rolling stock, rebuilt one engine and purchased another (a 
1614-ton Hinckley engine), completed the road to Hamilton, 
four miles beyond Kingsboro, and nearly completed it over 
Pine Mountain to Belmont, eight miles from Hamilton, and 
82 miles from Columbus. Grading is nearly all done to La 
Grange, 18 miles further, and from Rome, Ga., south to 
Cedartown, 20 miles. 


Dallas, Cleburne & Rio Grande.—The engineers have 
completed the location of this road from Dallas, Tex., to 
Cleburne. The distance is 49 miles. The company hopes 
to be able to let contracts for grading in January. 


Dayton & Southeastern.—Receiver Gimperling makes 
the following statement for the 14 months and 22 days from 
Aug. 9, 1878, to Nov. 1, 1879: 


Gross earnings ($1,571 per mile).... ... 


++ e0ee$125,705.81 
eT Sree 


SHIRE cob deo ANY 84,262.64 
Hitman ty: $41,443.17 


Balance, net earnings ($518 per mile) 
by ergetes 4,464.99 


BANE, UOT Biles. ise se ccccseteseadesceds « espedon 
Total. OTT ee 

Liabilities of company paid .. .............. $13,901.43 

Interest on first-mortgage bonds.... . 11,133.50 

Betterments and new equipment . 21,098.55 


 panaaaesedupisesb specie can tas . $46,133.48 

Less received from company’s assets .... 2,962.22 
- — 43,171.26 
I io as tie Kee bien sap ¥:0 0 cies 0Gu <'eb wan aiinete $2,736.90 


The balance is represented by $2,566.89 due from other 
roads, agents, etc., and $170.01 in cash on band. 


Denver & Rio Grande.—It is stated that this company 
has bought the toll road from Animas, Col., to Silverton in 
the San Juan Region. This road is graded, and on a large 
part of it the rails can be laid with very little additional 
work. 

Ft. Madison & Northwestern.—This company expects 
to extend its road westward this year for 80 or 100 miles 
from the present terminus at West Point, Ia. The engineers 
have begun the survey of the road, and it is to be located 
this Winter, so that grading can be begun early in the Spring, 
There are now 11.2 miles in operation; from Ft. Madison, 
lowa, westward to West Point. 

Georgia.—It is reported that negotiations are in progress 
for a lease of this road to the Nashville, Chattanooga & St. 
Louis Company, the lessee to assume all obligations and 
guarantee regular dividends on the stock, This would give 
the Nashville & Chattanooga a line to Augusta, whence the 
sea-board can be reached either by the Port Royal & Augusta 
or the South Carolina road, either of which could probably 
be secured for a moderate sum. The Georgia stockholders 
have been getting 6 per cent. for the last year or two, before 
which the dividends were irregular for several years. 


Herkimer & Poland.—It is proposed to build a narrow- 
gauge railroad from Herkimer, N. Y., on the New York 
Central, northward 16 miles to Poland. A considerable 
amount has been subscribed along the line. 


Houston, East & West Texas.—Work is reportd in 
progress on the extension of this road from Livings.on, 
Tex., to Moscow, 20 miles. The road is doing a considerable 
business, chiefly in lumber, and the company has found it 
necessary to buy a new locomotive and 50 flat cars for this 
t ‘ade. 


Indianapolis, Decatur & Springfield.—At latest ac- 
counts the track of this road had reached a point 40 miles 
east of the late terminus at Guion, Ind., and {41 from De- 
catur, Ill., leaving only 11 miles of track to be laid to reach 
Indianapolis. The tracklayers were at work on both ends of 
the gap, but slowly, as the Eel River bridge is not com- 
pleted. 


James River & Kanawha Canal.—It is proposed to 
consolidate this company with the Buchanan & Clifton Forge 
Railroad Company, and also t) try and effect a settlement 
of the debts cf the two companies. The indebtedness of the 
canal is about $1,900,000, while that of the railroad com- 
pany is quite small, being only about $80,000. The 
plan is to compromise the canal debt at 60 per 
cent. of principal and interest of the first mort- 
gage, and at 20 per cent. of principal and interest of 
the second mortguge, while it is proposed to pay 70 per cent. 
of principal po interest of the railroad mortgage. It is 
also proposed to make a separate mortgage on the valuable 
dock property of the canal in Richmond, to raise the money 
required. 


Kansas Pacific.—The Salina & Southwestern Branch 
is now completed to McPherson Centre, Kan., 25 miles 
southward from the former terminus at Lindsborg, and 45 
miles from the junction with the main line at Salina. It 
passes through a country which is fast filling up with set- 
tlers. At cPherson Centre it meets a branch of the At- 
chison, Topeka & Santa Fe. 


Keokuk & Des Moines.—A_ statement published by 
this company for the year ending Sept. 30 last is as 
follows : Gross earnings, $565,556.11 ; 25 per cent. of which 
is $141,389.08 ; interest paid on bonds, $137,500 ; surplus 
for the year $3,889.03. This road is leased to the Chicago, 
Rock Island & Pacific Company at an annual rent of 25 
per cent. of the gross receipts, the lessee guaranteeing that 
the rent shall be equal to the annual interest on its bonded 
indebtedness ($2,750,000 at 5 per cent.). The last year’s rental 
shows an excess over interest paid of $3,889.:08, giving 
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about 25 cents per share to the preferred stcck, which is en- 
titled to 8 per cent. dividends before the common stock par- 
ticipates. As this sum is too small to divide, the managers 
have concluded to allow it to remain on interest, hoping that 
future accumulations will enable them to make a division at 
some future time. 


Lake Erie & Western.—The following circular is is- 
sued, announcing officially the consolidation of this com- 
pany and the LaFayette, Bloomington & Muncie: 

‘The above-named railway companies, having been con- 
solidated under the corporate name of the Lake Erie & 
Western Railway Company, to date on and after Jan. 1, 
1880, connecting lines are requested to adjust all claims and 
balances accruing prior to that date with the respective 
amg offices at Fremont, O., and LaFayette, Ind., as here- 
tofore. 

‘* All accounts dating on and after Jan. 1, 1880, will be in 
the name of the Lake Erie & Western Railway omen 
and be adjusted with the general offices at LaFayette, Ind.” 


Lexington & Black River.—This company has been 
organized to build a railroad from Lexington, Sanilac Coun- 
ty, Mich., westward about six miles to connect with the 

ort Huron & Northwestern road at Croswell, 


Little Rock, Mississippi River & Texas.—The City 
Council of Little Rock, Ark., has granted this compan 
depot grounds in that city and also right of way throu; h 
several streets. Surveys are now being completed for the 
extension from Pine Bluff to Little Rock. 


Louisville, New Albany & St. Louis.—This com- 
a engineers have begun surveys for the location of a 
widge over the Ohio between Louisville and New Albany, 
Ind. The bridge is to have a highway anda horse-car track 
besides the railroad tracks. 


Mobile & Alabama Grand Trunk.—At a meeting 
held in Mobile recently, a ccmmittee was appointed to raise 
subscriptions for this company, and to secure the assent of 
the old bondholders to the proposed reorganization. 


Midland, of Canada.—It is reported that negotiations 
are in progress for a lease of this road to the Grand Trunk 
Company. The rumor further runs that the ultimate object 
of the Grand Trunk is to extend the road from its present 
terminus at Coldwater, Ont., by way of Parry Sound to 
French River, and thence tothe Sault Ste. Marie, with a 
view to a connection with the Canadian Pacific, and possibly 
a line from the Sault to St. Paul. 


Milwaukee, Lake Shore & Western.—The branch 
line from Hortonville, Wis., to Oshkosh, 20 miles, is all 
graded, and tracklaying has heen begun. If the weather is 
favorable, it will probably be finished some time this month. 


Milwaukee & Dubuque.—An effort has been made to 
revive this project, and a conference was recently held in 
Milwaukee at which were present a number of delegates 
from towns along the line and President Mitchell, of the Chi- 
cago, Milwaukee & St. Paul. Mr. Mitchell promised to 
bring the matter before his board of directors, and see what 
could be done toaid the project. The proposed line is from 
Monroe, Wis., the terminus of a branch of the Chicago, Mil- 
waukee & St. Paul, by way of Gratiot and Shullsburg to 
Dunleith, Ill., opposite Dubuque. 


Nashville, Chattanooga &]St. Louis.—Parties inter- 
ested in the Poplar Mountain coal mines in Kentucky, are 
negotiating for en extension of this company’s Tennessee & 
Pacific Branch. They offer, if thecompany will build from 
the present terminus of the branch at Lebanon, Tenn., north- 
east to the Kentucky line, about 55 miles, that they will ex- 
tend it from that point to their mines, and to a connection 
with the Cincinnati Southern, some 45 miles further. 


New York Central & Hudson River.—This company 
has refused to accept the modifications made by the Roches- 
ter City Council in the plans for elevating the tracks through 
the city, It is said that the company will build a new line, 
passing around the city on the south, over which all through 
trains will be run, continuing the use of the present tracks 
for necessary local trains. 


Ohio & Mississippi.—Receiver King’s November state- 
ment is as follows : 





SE Sissi decrnssnecdbeeesehéa scasescsteub tees . $227,421 
ROSS TESTE AD BOMTOOR Gs 605.0. cc cesses cercccdsedsacbics 526,340 
SE aitiine i iksinte bigie nie pi gih- va'y. 00). 4s'apisalas na ah emeaeaion $753,761 
VOM OU TOR, GOR scrbcciccss <ovecoccvsbavepeees 414,143 
Balance on hand, Dec. i...... énadewh $339,618 


The receipts were greater by $112,197 than the disburse- 
ments. 


Oregon Railway & Navigation Co.—It is stated that 
this company intends to build a railroad from Ainsworth, 
the western terminus of the Pend d’Oreille Division of the 
Northern Pacific, now under construction, westward along 
the south bank of the Columbia River to Celilo, a distance 
of about 200 miles. Celilo isthe foot of navigation on the 
Upper Columbia, and a railroad is already in operation 
thence to Dalles, which is used for trenaiarihg usiness 
around the rapids of the Columbia. Below Dalles naviga- 
tion is easy and open to large boats, but above Celilo it is 
sometimes dangerous, and the business already exceeds the 
capacity of the boats which can be used. The railroad is con- 
sidered a necessity and will, it is believed, be able to pay 
full interest on its cost, which is estimated at $2,000,000. It 
is said that the Oregon Company has fully decided to build 
the road alone, if necessary, but negotiations are pending with 
the Northern Pacific for an arrangement by which it will be 
built and worked jointly by the two companies, 


Owensboro & Nashville.—Proposals will be received 
at the office of E. F. Faleonnet, Chief Engineer, in Nashville, 
Tenn., until Jan. 9, for: 

1. Grading. masonry, trestles, ballast, and ties of sections 
1 to 14, inclusive, of the Tennessee Division, from Adair- 
ville, Ky., to Springfield, Tenn. 

2. Masonry of the bridge over Cumberland River, near 
Nashville. 

8. Delivery of ties from Section 15, Tennessee Division, 
to Nashville. 

Plans, profiles and specifications can be seen and blank 
forms obtained at the office in Nashville. 

An organization of this company in Tennessee is completed, 
for the pu of building the road from Nashville to the 
Kentucky line. The corporators are the directors of the 
Kentucky company. 


Peninsular, of Florida,—This road is now completed 
from Waldo, Fla., on the Atlantic, Gulf & West India 
Transit road southward 20 miles to Lukloosa. The road 
was lately opened for business, and trains are now peoaing 
in connection with a steamboat on Orange Lake. The 
is bringing out from six to ten car-luads of oranges on each 
train. 

Arrangements are about completed for extending the road 
from Eabieoes to Ocala, 23 miles, during the coming year. 


Pennsylvania.—This company’s statement for November 
shows that the earnings for that month, as compared with 





eres, 1878, on all lines east ofJPittsburgh and Erie, 
OW : 


An increase in gross earnings of....... ........66 ...e05s $135,896 
ne ee errr ee 179,697 





db Gbeneee.... 0.55) a ee ieee ~ $43,801 


For the eleven months ending Nov. 30, as compared with 
the same period in 1878, the same lines show : 
An increase in gross earnings of............6....60.005 08 $2,134,916 
An increase in expenses of . 1,645,237 








TES DOPOD, '<\n.s 0.05.0 cap sappindscaaebatee> Lekeeraseesss $489,679 

All the tines west of Pittsburgh and Erie for the eleven 

months of 1879, show a surplus over liabilities of $1,368,215 
being a gain over the same period in 1878 of $847,207. 

The company has made an arrangement with Drexel & Co. 
for the sale of $5,000,000 of consolidated mortgage bonds for 
the purpose of paying off the first-mortgage bonds falling due 
Dec. 31, 1880. The new bonds are secured by the consoli- 
dated general mortgage, have 45 years to run and bear 5 per 
cent. interest. No sales of the new issue wfil be made until 
Feb. 10, 1880, but up to that time they will be exchanged 
for bonds of the old issue at 981s and accrued interest, the 
old bonds to be taken at par and accrued interest.. Upon the 
retirement of the first-mortgage bonds, the consolidated mort- 
gage will be a first lien on most of the company’s property. 

A suit was recentiy brought by Robert Arthw, a stock- 
holder, to restrain the company from building ‘the new ele- 
vated road to the site of the new passenger station at Broad 
and Filbert streets in Philadelphia. The grounds for the ap- 
plication were that the building of the road would subject 


. 


| mortgage bonds, the accrued interest to April 1, 1880, on all 
floating debt, the principal of all unsecured floating debt 
and the princi and interest to April, 1880, of the non- 

| mortgage bonds, are all to be funded into third-mortgage 
non-cumulative 7 per cent. income bonds. 

The interest on the second mort bonds is to be reduced 
| to 3 per cent. for the year ages April, 1880, 4 per cent. 
| for 1881, 5 per cent. for 1882, 6 per cent. for 18838, and 
| thereafter 7 per cent.; but if the railroad earns enough to 
| pay more than this on the second mortgage bonds, it shall 
| pay it up to 7 per cent. 
| The principal of the secured floating debt is to be first re- 
| duced by the sale of all the hypothecated first-mort; 
| bonds at par and interest, to the holders thereof, an e 
| remainder is to be canceled by the sale to the holders of said 
| debt of a sufficient number of second-mortgage bonds (inter- 

est reduced as above) at 80 per cent. of their par value, The 
second-mortgage bonds remaining to be canceled. 

An adjudication to be obtained declaring all second-mort- 
gage bonds valid. The stock to remain in the hands of 
trustees until 7 per cent. shall have been paid on the income 
bonds, its voting power subject to instructions from second- 
mortgage bondholders. 





Steubenville & Cleveland.—This company has been 
organized to build a narrow-gauge railroad from Steuben- 
ville, O., Northwest to Carrollton, to connect with the 
Youngstown & Connotton Valley road. The distance is 
| about 35 miles. 


Tuckerton.—The Court of Chancery of New Jersey has 
granted a decree of sale against this road, and it will prob- 





: ‘ - ; . | ably be sold next month, It extends from Whiting Junc- 
the company to an enormous expense, and would be a se- | 824 . 6 
rious damage to the stockholders. The Court refused the in- | tion, N. J., on the New Jersey Southern, to Tuckerton and 


junction without hearing argument, this course being taken 
in order that counsel might enter an appeal and take the case 
to the Supreme Court as quickly as possible. 

A report is current. it is said on ** semi-official ” authority, 
that in the spring, probably soon after the annual meeting 
in March, the company will make a general increase in the 
wages of its employés. 

ne Philadelphia North American of Dec. 30 says: * At 


last the representatives of the Pennsylvania Railroad Com- | 


pany and some of the leading officials and citizens of the 


Edge Cove, 31 miles. The company has a bonded debt of 
$408,000 and a considerable floating debt. The earnings 
are very light, barely covering the expenses, 


Western Nevada. -This company has filed articles of 
incorporation to build a narrow-gauge road from Wads- 
worth, Nev., on the Central Pacific, south by east to Walker 
Lake, a distance of 55 miles. The capital stock is fixed at 
$500,000; the incorporators are chiefly San Francisco own- 
| ersot mining property. 


tounty of Allegheny have come together with a view to| Western North Carolina.—Raleigh dispatches report 


agreeing upon some plan for compromising the losses sus- 


tained by the company in the riot of July, 1877. These were 


that the Governor of North Carolina will call a special ses- 
sion of the Legislature to act upon an offer received for the 


estimated in the annual report of the company at five mil-| purchase of this road from the state. It is said that the 


lions, but that estimate has since been revised by throwin 
off a million dollars claimed as consequential damages an 
reducing the sum claimed by shippers and consignees by 
$300,000. Of this total, it is estimated that the railroad 
company lost $2,300,000, shippers and consignees $800,000, 
and private individuals $600,000 more, Since then a com- 


mission of Allegheny County experts have appraised the loss 


of the company at $2,332,000, and the company has made 
an offer of settlement at $1,600,000 cash, or about 66 per 
cent., without interest. There is a strong feeling in the 
county toward settling the matter witl out further litiga- 
tion, and a public meeting will be held soon to discuss the 


matter. It is entirely within the power of the county au- 


thorities to pay the claim, and it is probable _ would take 
steps tu that effect if advised that in so doing t 
garrying out the wishes of taxpayers,” 


Santa Fe Canal.—This Florida Canal is now completed 
from the starting point at Waldo, on the Atlantic, Gulf & 
West India Transit road to within.a mile of Lake Santa Fe, 
a distance of about five mile. It is believed that it can be 
completed to the lake inside of eight months. The company 
is preparing to build several steamboats to run upon the 
canal and the lakes with which it connects. 


St. Louis, Iron Mountain & Southern,—St. Louis | account bey hg rl ll nes eate y rhenagal bg 


dispatches state this company is considering plans for the 

extension of its track to the Union Depot in St. Louis by an 

elevated road. ‘ 
The project for a bridgejover the rere at Carondelet, 

about six miles below;the present St Louis rid, 

vived, This po y and the Missouri Pacific now tranafer 

a large number of cars across the river by ferry at that 


point, chiefly of coal and ore, and the business is increasing | Funceddebt....... 


very fast since the revival of the iron trade began. 


St. Louis & Southeastern,.—It is stated that this road 
is to pass under the control of the Nashville, Chattanooga & 
St.Louis from Jan. 1, under the arrangement made with the 
bondholders. 


St. Paul Eastern Trunk.—It is reported that arrange- 
ments have been made by which the Milwaukee, Lake Shore 
& Western will build 85 miles of this road, froin the present 
terminus of its own line to Colby on the Wisconsin Central 
while persons interested in the Wisconsin Central will build 
the 55 miles from Colby to Chippewa Falls, whence there is 
already a line over the Chippewa Falls & Western, and the 


ey would be 


proposal is to pay the state $800,000 for the road as it stands, 
the purchasers giving security that they will complete the 
line to Asheville and the Tennessee line at Paint Rock this 
year, and the branch to Ducktown, in the extreme south- 
eastern corner of the state, by 1882. 


ANNUAL REPORTS, 
Rome, Watertown & Ogdensburg. 








This compen owns a line from Rome, N. Y., to Ogdens- 
burg, 141.11 miles, with branches to Cape Vincent, 24.24 
miles; to Potsdam, 24.28 miles; to Syracuse, 44.50 miles, and 
from Oswego, N. Y., to Lewiston, 146.17 miles. It leases 
the Oswego & Rome road, from Richland to Oswego, 28.58 
miles, making 380.30 miles owned and 408.88 worked. The 
following statements are from the report to the New York 
State Engineer for the year ending Sept. 30: 

In explanation of the amount of interest paid in each of the 
three last fiscal years, as shown by the figures below, it should 
be stated that default was made in the payment of the in- 
terest on the consolidated bonds in April, 1878, and that 
probably nothing has been paid on them since, If the. con- 
solidated coupons had been met as they matured, the interest 
and by $150,000 in 1877- A noticeable feature in the 
present report is the increase of the capital stock from 
$3,147,600 on Sept. 30, 1878, to $5,293,900 at the same date 
in 1879. Perhaps this fact is explained by the Niagara 


ge,has been re- | River bridge enterprise, below referred to. 





1878-79. 1877-78. 1876-77. 
Capital paid in ............$5,203,900 $3,147,600 $3,147,600 
cesceee 7,759,900 7,749,900 7,749,900 
Floating debt................ 597,778 608,688 634,585 
Gross receipts: 
From passengers........... $352,601 $443,388 $480,102 
From freight............... 647,857 656,046 682,827 
Other sources. perry 113,330 103,820 02,342 
OE 7 is i sctienaeeind $1,113,288 $1,203,263 $1,255,271 
Transportation expenses 834,640 863,030 912,134 
Net earnings..........-.-.. 278,648 $340,224 $343,137 
Interest paid . .........+. 250,548 417,205 554,701 
Rental Oswego & Rome 
FORE. 22 cose 24,000 24,000 24,000 


The latest project in connection with the road is the con- 
struction of a bridge across the Niagara River at Lewiston, 


Chicago, St. Paul & Minneapolis roads to St. Paul. This | with the object of forming a new east and west line to New 


will complete the projected line from St, Paul to Manitowoc 
and Milwaukee, but will not give it an independent entrance 
into St. Paul. 

Sedalia, Warsaw & Southern.—This road is now 
graded from Sedalia, Mo., southward to Warsaw, 40 miles, 
and tracklaying will be begun shortly. The company hopes 
to have trains running to Warsaw by March. 


Selma & Greensboro.—Track has been laid on the ex- 
tension of this road from Marion Junction, Ala,, southeast 
about eight miles to a connection with the New Orleans & 


England, in conjunction with the Great Western of Canada. 
New York & Oswego Midland. 


This road extends from Oswego to Middletown, N. Y., 
249 miles, and has 95 miles of branches, The company has 
been financially embarrassed almost ever since the comple- 
tion of the road, and, as our readers know, the property was 
recently sold in foreclosure sale, after having been in the 
hands of receivers for over six years. The road is still ope- 
rated by the receivers and will probably remain in their pos- 


Selma road near Saltmarsh. The trains of the road will | session for a month or two longer, until all the legal formali- 
hereafter enter Selma on the New Orleans & Selma road | ties in the case have been gone through with. The statement 


instead of by the Alabama Central, as heretofore. This ex- 
tension makes the road 43 miles long, from Greensboro to 
the New Orleans & Selma junction. 


' Sone hern Minnesota.—The following circular is dated 
ec, . 


“This company having acquired the railroad and property 


of the Central Railroad of Minnesota, that line will hereafter | Gross receipts : 


be known and operated as the Mankato Division of the 
Southern Minnesota Railway. 

‘‘Other roads are requested to make separate ticket and 
mileage reports, as heretofore, until Jan. 1, 1880, after which 
date but one report will be- required for account of the 
Southern Minnesota Railway.” 

The Central Railroad is 40 miles long, from Wells, Minn., 
on the Southern road, to Mankato. It had a funded debt of 
$580,000, and its earnings reported for 1878 were $1,239 
gross, and $577 net, per mile. 

This company pays in January on its construction bonds, 
in addition to the semi-ann coupon of $35, an extra 
sum of $7.35 on account of the past-due coupons. 


South Carolina.—The Reorganization Committee has 
= a plan for settling the affairs of this company, 
which is said to have received the approval of one-half the 
second-mortgage bondholders and nearly all the floating 
debt creditors. The main object of the = is a settlement 
without foreclosure, in order that the company may retain 
the privileges which it now holds under its old charter. The 
chief points of the committee’s plan are as follows: 

The April, 1880, and all preceding coupons on the second- 


of indebtedness given below shows the condition of the com- 
pany before the sale. The figures are frcm the reports to 
the New York State Engincer for the year ending Sept. 30: 

1878-79. 1877-78. 1876-77. 
- $6,800,522 $6,800,522 $6,800,522 
: .. 16,073,500 16,073,500 16,07: 


Capital stock paid in........ 
Funded debt 
Floating debt.... 





73,500 
6,524,235 6,513,018 6,515,555 


From passengers..... -o $119,560 = $132,209 $133,008 
From freight............. ‘ 353,530 371,850 371,990 
SD MNEs scpcene ocsvendens 50,502 55,871 62,505 

ee $523,592 $560,020 $568,203 
Transportation expenses... 487,778 506,358 528,872 
Net earnings.... ie $35,814 $53,662? $30,351 
Interest paid..................+. 1,412 2,202 1,291 


The new company will have but a small debt, not over 
$200,000, and perhaps no debt at all. There will be $2,000, 
000 of preferred stock, and an amount of common stock that 
will depend upon the number of the old company’s creditors 
that enter into the new arrangement. 


Philadelphia, Wilmington & Baltimore. 





This company owns a line, all double track, from Philade! 

hia to Baltimore. 96.32 miles ; a freight branch, 0.47 miles 
ong, in Philadelphia; the Port Deposit Branch, from Perry 
ville, Md., to Port Deposit, 3.76 miles, and the Southern 
Division from Delaware Junction to Rodney, Del., 11.40 
miles, making 111.95 miles owned. It leases the Delawary 
Railroad and branches, 100.50 miles, but the earnings ars 
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not incinted. The 42d annual report covers the year ending 
Oct. 31, 5 

The equipment consists of 76 engines ; 4 parlor, 113 pas- 
senger, {6 smoking and i ; ,8 baggage and 
mail, 18 express and 4 milk cars ; 734 box, 79 stock, 324) 
platform line, 14 dump and 47 lumber-truck cars ; 1 pay, 
3 wood, 5 tool, 2 crane and 5 construction cars. 

The general account, condensed, was as follows at the close 
of the year : 


Stock ($103,374 per mille).............-+ Sap ee ape $11,572,750. 
Funded debt ($2. 230 per mile)...........60005 cee 3,048,416.66 
Accounts and balances.......... Meo hep bake 44° 0spe fe 139,271.36 
Renewal fund...........064 sees nos Ph AE AS ME 147,376.64 
Baiance to credit of revenue............-.....6.654- 738,690. 
Fae Pe RS PR AL od Te ey $15,646,504.82 


Total 
Road and property ($116,596 per 
PPA A eetts hy, alee $13,052,891.74 
ae Rie + ert 304,972.94 


972, 
Stocks and securities,................ 1,620,458,27 
Sinking fund for bonds of 1900...... ,000,00 
Cash, materials and receivables..... 514,181.87 

—_——--— $15, 446,504.82 

Stock was increased $5,000 di the year by the con- 

version of that amount of bonds, funded debt consists 


of $253,500 convertible bonds ; $2,500,000 m bo: . 
$134,916.66 ground-rents and land-mo $100,000 
purchase-notes for Baltimore property, ,000 ten- 
year notes. The only change conversion of $5,000 
bonds into stock. Road account was increased by $2,729.25 


paid for right of way and $23,625.78 advances on new 
property. The king fund now holds bonds and cash 
po ae to $72,864, an increase of $19,609 during the 
year. 

* The statement of renewal fund is as follows: 






Credit, Oct. 31, 1878......... . $60,221.29 
Disbursed during the year....... 
Leas credits from old claims, ete 

62,844.65 

Balame 0 OG iis ik 6 Beaks Go bonisks osc edie $2,623.36 

Appropriated from earnings of 1879............--...5++ 150,000,00 

CREE, Ce, Siem as pdapeanesennncarecas cose $147,376.64 


Chief expenditures from this fund were for iron bridges, 
stone ballast and  eceeye's erm station improvements. 
The mileage of locomotives for the year was as follows: 


barges. 

‘““A ferry wharf on the company’s land at Canton has 
been contracted for, and it will probably be completed be- 
fore the ferry-boat is ready. 

“The operations of the road have been free from seri- 
ous accident, excepting in one instance. A shifting engine, 
employed in drilling trains at Delaware Junction, was, b 
the negligence of the men in charge, brought into violent Bae 
lision with freight cars standing upon the track, and three | 
men who were on the engine were killed. As the night was 
clear, and as it was the duty as well as the personal interest 
of the men to guard against such an accident, no reproach 
can rest upon the company on account of its occurrence. 
“The well-known policy of the officers of this company 
in respect to the maintenance of the value of your property 
has been fully carried out during the past year. The sub- | 
stitution of iron bridges for wooden ones, of stone ballast 
for gravel, of new locomotives of large size for old ones of 
less weight and power, of steel rails for iron rails, and other 
general improvement of the property has gone steadily on, 
and a large number of freight cars have Soon added to the | 
equipment besides. The cost of such work has either been | 
charged to operating expenses, or to net earning of previous 
years, represented by the renewal fund.” 


New York, Lake Erie & Western. 
The report for the year ending Sept. 30, 1879, shows the 


mileage of the road to be unchanged, as follows: 


Jersey City to Dunkirk................ 
Hornelisville to Buffalo.... 
Aree cas staresctaun ees 


Si 
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however, by the laying of 52!¢ miles of second track and 
2314 miles of sidings, and by the completion of the third rail 
over the main line and several branches, requiring the lay- 
ing of the additional rail on 335 miles of main and 11114 
miles of side-track, 44644 miles in all, equivalent, in rails, to 
223 miles of new track. 

There are now on the road 504 locomotives, 430 of 6-ft. 
and 74 of standard gauge; 43 were added and 14 broken up 
during the year: 

The number of cars on the road, Sept. 30, 1879, was as fol- 








Main Southern Del. lows: 
i 884,982 1736 134,742 1,044-450 | First-class passenger 229 
Passenger traing............ q 34,742 1,044, class passenger........ jee Be eee fo 2 22 
breight wr ANS 712,606 43.000 190,270 946,836 | Second-class and emigrant..... cope tis ehephnte basher 68 
Service EH a 43,061 4,583 4,151 51,795 — ER PER ere saiaWae va cenekes SinkSseets : 
Total.; .. co ccececeseIy640,649 73,200 320,103 2,043,081 gage, express and mail................ s.cecsscseee eee, 93 
Total, 1877-78........+0+++- 1,675,960 9,434 272,458 1,987,842 | Mille. - 5-0 coco cceecons 44 
The increase in sallenge wos largely due to the increase in| pox wosk 
the Delaware fruit , which forms a very considerable | giat stock....... .......... 
part of the freight business, especially of the leased line, | Oil tank........... 66.006. cocci ccc es eee eee eeese ees 
and which also affects the general business of the road indi- | Flat................... 
rectly. The statement of this business for four years past | Vondola........ dees 
in on Dotowss 878 \Goal ight whicei Bra" 88s 2.363 
Uar-loads berries..... 1078 > mre t?, wns. Coal—four-wheel, 2,382; equivalent to eight-wheel.. 1,191 a 
Car-loads shes..... 327 860 4,008 2,117 | ~ —ome J 7,099 
Weight in tons... ..., 307 13,111 _ 37,100 6,456 | Capocee—cight-wheel.... teteeee Qeeeeeeeeeeee tees 568 
Tot earnings wires $238,885 $85,920 $201,644 $125,989 Sesenge prEOUEPWOGE. oct ccrecccccccccs cocccccosceecoseoens he 
p wee ‘ eatalie siatitiaebes'xice Meniin' eins 66 
Rape wees. 193,568 40,948 107,215 72,180 | Derrick and tool.... Fo dette eer eeeeeteneeeeuees 27 
Del, R. R. proportion... 115,822 44,972 94,429 52,800 Of these cars 800 are owned by the Michigan Car Com- 


The traffic is fluctuating, especially in peaches. Last year 
was third in the past 18 years, both in bulk of traffic and 
amount of receipts. In the 18 years the largest business done 
was in 1874-75, when 906 cars of berries and 9,072 cars of 
peaches were carried, and the receipts were $316,528. 

The earnings and expenses for the year were as follows: 

1878-79. 1877-78. Ine, or Dee, P. c. 
Passengers .... $1,541,040.95 $1,570,930.54 D. $29,880.50 1.0 
Freight and ex- 








Prees......... 1,240,915.79 1,023,678.85 I. 217,236.94 21.2 
Rents........0.. ) 18,910,71 19,165.38 D. 254.67 1: 
Mails... 49,043.33 46,671.08 1. 2,372.25 51 

Potes ss ess 849,919.78 $2,660,445.85 1. $189,473.93 7.1 
exponnes...” SB taaes Vito gorse 1° erates OR 
Taxes.....-. e 04,557.58 04,945.55 D. 387.97 0.4 

Total....... 1,667,742.41 $1,565,343.10 I. $2,309.31 0.1 


Net earnings... $1,282,177.37 $1,005,102.55 I. $187,074.62 17.1 
Gross earnings 


per mile,..... 25,457.08 23,764.59 I. 1,692.49 7.1 
Net earnings 
per mile... .. 11,453.11 9,782.07 1. 1,671.04 17.1 
Per cent. work- 
ing expenses. 51.69 55.27 D. 3.58 6.5 
Per cent. ex- 
yenses and 
aye. e 55.01 58.84 D. 3.83 6.5 


The decrease in passenger earnings was in the first nine 
mouths of the year, the last quarter showing a large gain. 
The increase in freight receipts was due to increased fruit 
traffic and to general improvement in trade. Much of the 








through traffic was carried at low rates. 
The income account for the year was as follows: 
Net earnings for the year..............-.502 cesceees $1,282, 177.37 
Gain from Delaware R. R. lease... ...............55- 2,169.36 
Total..... sesisseeensee bemsicl sr cieuseeetsie tenenne $1, 284,346.73 
Interest paid......... came diaearte = «+ $205,167.29 
Less interest accrued...... nen o-<ets .. 92,060.12 
Balance of interest account........ $113,107.17 
Dividends, 8 percent............ eetcrenas 925 600.00 
Transferred to renewal fund............. 150,000.00 
1,188,707.17 
ccs centlnnitnin 4 abs vanes oh Sapesonteyats $95,639.56 





Balance to credit, Oct. 31, 1878... $662,099.35 
Less bad accounts, depreciation, etc. 19,048.75 





643,050.60 


Balance to credit of revenue, Oct. 31, 1879.... $738,690.16 

A contract has been let for an iron draw to replace the 
wooden one of the Susquehanna River bridge. About 25 
miles of the road are now ballasted with stone, and the work 
is pro} ing steadily. 

Be e gain from the Delaware lease, three-fourths was 
credited against — losses, in accordance with the ar- 
rangement made year. 

A wharf has been built at Canton for the Baltimore Steam 
Packet Company, and tracks extended to and upon it. 

The report of President, Mr. Isaac Hinckley, says: ‘In 
view of the inconvenience and loss of time suffered in trans- 
ferring passenger cara through Baltimore by horse-power 
en route to and from the Baltimore & Ohio station 
in Baltimore, an ment has been made with that com- 
pany uader which transfer is to be made by water be- 
tween Canton and Locust Point, by means of a ferry-boat 
large enough to take a full train of passenger cars, or 27 
freight cars. This boat, to be own ointly by the two 
railroad companies, is on the stocks, and will be ready for 
use early next summer. When ready, this boat will not 

nly transfer the mger cars across Baltimore harbor 


ny and leased with privilege of purchase; 4,502 box and 
69 gondola cars are es of the New York Car Trust 
Company; 500 box cars from the Bristol & South Wales 
m Company; 401 stock of the United States Roll- 
ing Stock Company, and 400 gondolas of the Pennsylvania 
Coal Company. Of these leased cars, all except the United 
States Rolling Stock Company’s, are under agreements by 
which they are to be paid for in installments. 

The fleet for the delivery of freight in New York Harbor 
now consists of 1 steam-barge, 15 barges, 9 car-floats, 1 pro- 
pellor and 4 tugs. More car-floats are much needed. 

The Auditor’s condensed balance sheet is as follows: 


Common stock issued at this date.......... $24,997 ,100.00 
Preferred stock “ EA ths Leach dbokerbe 2,151,700.00 
Funded debt, as per statement No. 3............... 66,678,501.10 
Loans payable............. ike tpn losseecee ech’ 300,000.00 
I ies. 0 chances? sss Saas Paes 182,763.51 
Interest on funded debt (due and accrued)......... 588,965.70 


Rentals of leased lines, etc.. ....... cece ccc ceeeeeee 
Amounts due to other companies and individuals 
on current accounts, consisting of: 
Pay-rolls for September, payable in October... .. 
Audited vouchers for supplies, etc., including 
September vouchers..............6-seeeeeeeeeee 
Traffic balances, etc............ 
| SP RBRRS RR: Be iv.’ ves 
Special fund received from Trustees for improve- 
ment of the property ......... viaetgetia'ss 
ee eee 


aaa A Rs her ine 
Construction-—Main line........ aad ; 
Third rail—general account............. ........ rf 


433,399.86 


1,534,697.29 
631,186.28 
31,868.97 


2,364,118.18 








eveeees-$102,631,098.17 
ee 548'381.19 
29834440 


Second track............-.+. 


gy wna SEN oF Cd 5 os 491,860.28 
Improvements at Buffalo POPE Ree Bry oP Ae 


67,071.05 


Engine-house at Bergen... .......-..-sssceeeeees 19,698.30 
PINES so ccccccceseucs sph pee evusepsenenen 339,380.00 
OO ND Se sie sce ctc. ccconcesseceveoncs 88,870.00 
Ship basin and docks, Jersey City.............. 17,909.93 
Miscellaneous................ as i ak aiees 29,999.99 
Construction—branch lines......... 6.6.6.6 6seeeeees 86,070.18 


Elevator at Buffalo—general account....... .... 
Ship basin and docks, Jersey City—general ac 
RR ARAAS HS AR ae ; 
Weehawken docks—construction............ .... 
Amounts paid on account of equipment.... ..... 
Stocks of other companies..........-..++.0+++++- 
Bonds of other companies,........... 
Amounts due by agents, other companies and in- 
dividuals on current accounts, ..........5--6-s005 
Materials and supplies on hand at shops and on 


37,425.17 


82,602.86 
848.81 
160,645.35 
174,202.50 
226,024.60 


— 


,841,986.01 


I, osccense o:ucacdse ¢« 
Cash in London to pay coupons.... SS" 
Bills receivable......... a yecwat Saneute wipe ene 
The Estate of the Erie Railway Co.............. : 


ssa aniisan raceme $102,631,098.17 

The capital stock of this company, fixed by its articles of 
association, is as foliows: 
Common stock.......... .. 
Preferred stock 


sere epi ieel earned 875,731.14 
155,196.21 
10,401.74 
7,500.00 


7, 
95,737, 122.37 


... «878,000,000 
US 81536,900 
— $86,536,900 


Under the plan of reorganization. forming part of its arti- 
cles of association, the capital stock of this company was to 
be issued in exchange, at par, for stock.of the Erie Railway 
Company, provided that the holders of such last-named 





upon their shares, 


upon the following amounts of stock: 


oe SRT tT ee $77,107,700 
Preferred stock.............. ; . 8,146,7 





passe’ 
ut also the freight cars, which have for some years past 


THE RAILROAD GAZETTE. 


been transferred over the same route by meuns of tugs and | 


39 Sica sw 8 —esoen aad 
There have been important changes in mileage of track, | 


616,279.47 


2,120,517.81 | 


Equipment..... .... pieteaelg 70,470.09 | 
EN ince kasi eeneaeineanss ne ; 124,926.80 
Amounts expended out of the special fund for: 

Re ets... ka acer on nene's : FR 1,207,429.20 


——— -- $85,234 ,400 





[JANUARY 2, 1880 


| _ Of this, there has been issued in exchange for stock of the 
| Erie Railway Company: 
Po aR ae $24,997,100 

2,151,700 
——_————- $27, 148, 800 


And there is held, waiting exchange: 
oe nities cpg SE TE ee $52,110,600 
beh hpttlaackcs eke, LUsat 5,995,000 
———$58, 105,600 
There are still outstanding 3,902 shares of preferred and 
8,923 shares of common stock, making a total of 12,825 
shares, the holders of which bave failed to pay their assess- 
ment, or otherwise assent within the terms prescribed. 
The funded debt, as now ascertained (upon the supposition 
that the entire issue of the second mortgage bonds will be 
extended) is as follows : 





First mortgage bonds (N. Y. & Erie R. R.)........... $2,482,000.00 
Second “ * Bele pe 2,174,000.00 
Third ‘“ ee 1% Bs PAE AG 4,852,000,00 
Fourth “ “ 2 - viseesersee 2,937,000.00 
Fifth “ “ ° ee ema | | 
Buffalo Branch, mortgage bonds(N. Y.& Erie R.R.). _ 182,600.00 
Consolidated mortgage bonds (Erie Railway)....... 16,656,000.00 
First consolidated mortgage funded coupon bonds 

Ue SS 2 2 4) a ga cpeeeees 3,688,001.10 


ap 
New second consolidated mortgage bonds (N. Y., L. 
7 4. 4 = OR re are per 24,400,000.00 
Second consolidated funded coupon bonds (N. Y., L. 

a Se) SO Rept” seen ie ame 8,597,400.00 


: Total, as far as ascertained , to Sept. 30, 1879. ..$66,678,501.10 
The above does not inzlude the income bonds, amounting 








‘ 460 d 
jie Vawbbe si0bL <0 a vig SiN ne ate to $508,008, which have been and are to be issued to parties 
| 


who have assented to the plan of reorganization by paying 
%6 per share on the common and $8 per share on the pre- 
ferred stock of the Erie Railway Company. Neither does it 
include the prior lien bonds, amounting to $2,500,000, which 
have not yet been issued, and which it is hoped it wil] not be 
necessary to issue. 

The traffic for the year was as follows : 

Train mileage : 











1878-79. 1877-78. Inc. or Dec. P.c 

Passenger...... 3,192,618 3,032,717 I 159,901 5.2 
Freight....... ; 8,467,847 7,687,514 I. 780,333 10.1 
Switching. .... 2,301,504 1,878,398 I. 423,106 22.5 
SN a o:9.5:0000-x0 212,554 117,954 I. 94,600 80.2 

Total..... 14,174,523 12,716,583 I. 1,457,940 11.5 
Passengers car- 

er er 4,894,527 4,896,327 D. 1,800 


149,115,718 140,326,749 1. 8,788,969 6.3 


freight........ 3,802,314 3,300,362 I. 501,952 15.2 
Ton mileage 

freight .... .. 1,068,785,866 957,419,138 I. 111,366,728 11.6 
Tons coal.... .. 4,410,327 2,850,106 I. 1,560,221 54.8 


Ton mileage 





eee 500,436,551 267,344,580 I. 233,001,971 87.2 
Average train load : 
Passengers, No. 47 45 L > £29 
Freight, tons... 185 159 26 14.0 


| 

| 4 ¢ 

| The earning and expenses per train-mile and per unit of 

| traffic were as follows: 
E 














| 1878-79. 1877-78, 

| Earnings per freight-train mile..... Tees $1.44 $1.55 

Expenses “ = SRE 1 1.07 
Net earnings bi = ae ete PREY, 40 48 

Earnings per passenger-train mile........ . , 2 1.19 
iixpenses * - rs el? Shida bntldle ye 7 7 
Net earnings ~ de YY dial ca avtout 39 41 

] Cts. Cts, 

| Earnings per ton per mile, merchandise 

} EFCIgNE....... ..-ssccecccccee Ri PRA erg GL 85 .102 
Earnings per ton per mile, coal freight..... .64 .79 
Earnings per ton per mile on all freight...... .780 973 
Expenses “ wa oe obi 561 .O74 
Net earnings 4 rs Te Used .219 .299 
Earnings per passenger per mile............. 2.001 2.188 
Expenses me ww Med eweeet Oob ee 1.504 1.693 
Net earnings “ re dingkvba deve ven 497 495 

The earnings of the road for the year were as follows: 
878-79. 1877-78. 

General freights $9,049,269 808,010.32 
Coal...... 3,184,211.37 2,106,479.40 
Express. . 321,033,98 366,025.49 
Passengers fin 3,118,943,75 3,070,121.02 

IM 0:20.04 20,009 162,569.24 170,778.63 

Sareea 25,511.59 27,557.96 

| Miscellaneous......... os 80,483.05 96,005,27 

| ‘Total earnings... ...,$15,942,022.58 . $15,644,978.09 

| Working expenses... .. seeeeseees 11,174,698.95  10,635,863.67 





Net earnings.............. $4,767,323.63 $5,009,114.42 
Working expenses percentage to 
SN i stacdvtins ern eptnys 70 68 
The condensed statement of disposition of earnings is as 
follows: 
| Net earnings from traffic. .. 


vet e ; . - $4, 767,323.63 
| Earnings from other sources...... és 
| 


437,445.97 


| ian sc Angee all oath . . $5,204, 769,.60 
| Interest, rentals and other charges...... ceeseeesee 3,888,664,75 
| nen tadenlies |. on. ee ae $1,318, 104,85 


This amount, together with $2,036,109.22, received dur- 
ing the year from the assessments paid on the stock of the 
Erie Railway Company, has been applied to the improve- 
ment of the road and property. 

The assessments paid upon the stock amounted to $3,416, - 
578, of which $2,364,118.18 was paid over to the company 
in 1878 and 1879, and $2,263.218.75 was expended, leaving 
$100,899.43 on hand Sept. 30, 

In addition to the cars contracted for through the car 
trusts, arrangements have been made to buy 38,000 more. 
The increased equipment has largely reduced the amounts 
paid for car mileage. 

The terminal improvements at Jersey City are progress- 
ing. well, and the new elevator at Buffalo is nearly ready. 

he New England connection has been delayed in its com- 
pletion by litigation, but has been made ready for business 
since the close of the year. z 

The contract with the Erie & Genesee Valley Company to 
operate that road has been given up, and will not be renewed 
unless better terms can be made. 
| The General Manager reports 15,687 tons steel rails and 
| 760,002 ties used in repairs. There are now between Jersey 
| City and Buffalo 36244 miles of double and 591, miles of 
| single main track, in all 78414 miles of track, of which WI, 
| miles are laid with steel. Of 1,292 miles of main track in 
| main line and branches, 81214 miles are laid with steel. 
| The tota] number of miles laid with third rail, including 
| sidings, is 1,083.54—840 of steel and 243.54 of iron. 
| Duringthe year nine wooden bridges, 1,434 feet in all, 
have been replaced with iron. A number of new buildings 
| have been put up. 

Several re-locations have been made on the Buffalo Division, 
| with a view to reducing grades. 
| The total value of the iron and steel in the third rail is 





stock should assent to such plan by paying an assessment | estimated at $2,767,300. As soon as the road has standard- 


| gauge engines enough, the outside rail or 6-ft. rail can be 


Up to Sept. 30, 1879, these assessments have been paid | taken up on the Buffalo Division, releasing so much material 


| for use elsewhere. 


President Jewett’s report refers with approval to the work- 
| ings of the present agreement between the trunk lines and 


the great advantages which have resulted. 
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